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relating to conditions in East Galicia; to the Committee on 
F'oreign Affairs. 

6720. Also, petition of Washington Presbytery, Washington, 
Pa., urging the passage at an early date of Senate bill 4092, 
for the purpose of giving asylum to Turkish refugees; to the 
Committee on Immigration and Naturalization. 

6721. By Mr. TI.l\!BERLAKE: Resolution from the General 
Henry W. ::tawton Camp, No. 1, United Spanish War Veterans, 
Den•er, Colo., relative to the unjust attitude of the Bureau of 
Pensions in construing liberally the provisions of the Sells Act 
granting pensions to the veterans of the Spanish-American 
War; to the Committee on Pensions. 

6722. By Mr. V .ARE: Petition of the Philadelphia Board of 
Trade, indorsing the administration of Attorney General 
Dnugherty; to the Committee on the Judiciary. 

SENATE. 
"\.VEDNESDAY, Janita1"'Y 3, 19~3. 

The Chaplain, Rev. J. J. Muir, D. D., o:f'l'ered the following 
prayer; 

Our Father, we bless Thee this morning that notwithstanding 
the pas age of the years Thou art the same yesterday, to-day, 
and forever. Looking unto Thee as we enter upon the duties of 
the new year, we ask for wisdom, we ask for strength of pur
pose, nnd such conviction of right and of responsibility that the 
days as they come and go may reveal to us more and more that 
along the untrodden pathways we are divinely guided and 
helped. Bless all for whom we shall pray this morning who 
bear burdens for State and for Nation, and may great grace be 
our portion. Through Jesus Christ, our Lord. Amen. 

The reading clerk proceeded to read the Journal of the pro
ceedings of the legislative day of Wednesday, December 27, 
1922, when, on request of Mr. CURTIS and by unanimous con
sent, the further reading was dispensed with and the Journal 
was approved. 

CALL OF THE ROLL. 

l\fr. CURTIS. l\lr. President, I suggest the absence of a 
quorum. 

The VICE PRESIDENT. The Secretary will call the roll. 
The reading clerk called the roll, and the following Senators 

answered to their names : 
Ashurst Fletcher McCormick 
Ball George Mccumber 
Bayard Hale McKellar 
Borah HarreJd McLean 
Brookhart Harris McNary 
Burs um Harrison Myers 
Calder Heflin Nelson 
Cameron Hitchcock New 
Capper .Johnson Nicholson 
Caraway Jones, N. :\lex. Norbeck 
Colt Jones, Wash. Norris 
Couzens Kellogg Oddie 
Culberson Kendrick Overman 
Curti ~ King Pepper 
Dial Ladd Phipps 
Dlllingham La Follette Pittman 
Elkins Lenroot Pomerene 
Ernst Lodge Ransdell 

Robinson 
Sheppard 
Smoot 
Spencer 
Stanfield 
Sterling 
Sutherland 
Townsend 
Trammell 
Tinderwood 
Wadsworth 
Walsh, Mass. 
Walsh, l\lont. 
Warren 
Watson 
Weller· 

Mr. CURTIS. I wish to announce that the Senator from 
Ohio [Mr. WILLIS] is necessarily detained because of illness in 
Ws family. 

The VICE PRESIDE}.\jT. Seventy Senators have answered 
to their names. A quorum is present. 

REPORT OF THE FEDER.AL POWER COMMISSION. 

The VICE PRESIDENT laid before the Senate a communica
tion from the Secretary of 'Var, chairman of the Federal Power 
Commission, tran mittiug, pursuant to law, the second annual 
report of the Federal Power Commission for the fiscal year 
ended June 30, 1922, containing information relative to permits 
and licenses issued under t11e Federal water power act, which 
was referred to the Committee on Commerce. 

RE:FNTEBMENT OF SOLDIER DEAD. 

The VICE PRESIDENT laid before the Senate a communica
tion from the Quartermaster General of the Army, transmitting 
a list of American soldier <lead returned from oYerseas to he 
reinterred in the .Arlington National Cemetery Thursday, Jan
uary 4, 1923, at 2.30 p. m., which was ordered to lie on the table 
for the information of the Senate. 

SENATOR FROM CALIFORNIA.. 

The VICE PRESIDENT laid before the Senate the creden
tials of HIRAM W. JoIINSON, chosen a Senator of the United 
States from the State of Cnlifornia, \Yhich were read and 
ordered to be placed on file, as follows : 

STATE OF CALIFORNIA, 
lilwecutive Depart1ncnt. 

To an to 1chom thue presents shall come, greet-ing: 
Know ye that whereas it appears from the statement of the vote 

made by the secretary of state, and filed in his effice, a copy of which 
has been transmitted to this office, that at the general election held on_ 
Tuesday, the 7th day of November, A. D. 1922, ln this State Rrnur 
W. JOHNSON received the highest number of votes cast for the office of 
United States Senator. 

Now, therefore, I, William D. Stephens, as Governor of the State of 
California, in the name and by the authority of the people of the State 
of California, do hereby commission him, the sai<l HIR.L\I W. JOHXSON, 
United States Senator from the State of California. 

In testimony whereof I have hereunto set my band and caused the 
great seal of the State to be affixed at the city of Sacramento this thE' 
18th day of December, A. D. 1922. · 

[SEAL.] WM. D. STEPHE:'\'S, Governor, 
By the governor : 

FRANK C. JORDAN, Secretaty of State. 
PETITIONS AND MEMORIALS. 

Mr. ROBINSON pi-esented a telegram in the nature of a 
memorial from Oliver C. Fuller, chairman special committee 
on taxation of the American Bankers' Association, protesting 
against the passage of the so-called Kellogg bill relative to 
taxes on national banks by States, and urging that no imme
diate legislation be adopted placing banking capital in a sepa
rate class for unlimited taxation and that whatever legislation 
may be passed contain no clause ratifying past illegal taxation, 
which was referred tO' the Committee on Banking and Cur
rency. 

Mr. CAPPER presented a petition of the Rural Letter Car
riers' Association, of Cherokee County, Kans., praying for the 
passage of legislation providing a maintenance allowance of 
$600 per year for rural carriers, etc., which was referred to 
the Committee on Post Offices and Post Roads. 

1\Ir. TOWNSEND presented a petition of sundry citizens of 
· Lawrence and Hartford, in the State of Michigan, praying for 
the pas age of legislation providing an adequate rural-credit 
system, etc., which was ordered to He on the table. 

l\fr. W .ARREN presented a petition of sundry citizens ot 
Dubois and Dunoir, in the State of Wyoming, praying for the 
passage of legislation placing third-class postmasters under 
civil-service rules and regulations, which was referred to the 
Committee on Post Offices and Post Road . 

He also presented a resolution adopted by the board of 
directors of the ThermopolL<; (Wyo.) National Farm Loan As
sociation, favoring the passage of legislation amending certain 
sections of the Federal farm loan act, especially relative to 
the present loan limit, which was referred to the Committee on 
Banking and Currency. 

Mr. KENDRICK presented resolutions adopted by the boards 
of directors of the National Farm Loan AS.sociations of Lost 
Springs, Cokeville, and Thermopolis, in the State of Wyoming, 
favoring the passag~ of legislation amending certain sections 
of the ll'ederal farm lO'an act, especially relative to the present 
loan limit, which were referred to the Committee on Banking 
and Currency. 

Mr. LA.DD presented the petition of Rev. J. Fontana and 23 
other citizens of New Salem, N. Dak., praying for the passage 
of legislation extending imruecliate aid to the famine-stricken 
peoples of the German and Austrian Republics, which was te
ferre<l to the Committee on Foreign Relations. 

He also presented the petition of Ed Olson and 24 other citi
zens of Ryder, N. Dak., praying for the enactment of legislation 
stabilizing the prices of farm products, which was referred to 
the Committee on Agriculture and Forestry. 

BRIDGE ACROSS TUG FORK OF BIG SANDY RIVER. 

Mr. CALDER. From the Committee on Commerce I rel)ort 
back favorably, with an amendment, the bill (H. R. 12473)" 
granting the consent of Congress to the Wynco Block Coal Co., 
a corporation, to construct a bridge across the Tug Fork of 
Big Sandy River, in Mingo County, W. Va., and I submit a 
report (No. 967) thereon. I ask unanimous consent for the 
present consideration of the bill. 

Mr. UNDERWOOD. May I ask the Senator a question? The 
only reason why I ask the question is th.at the other day we 
thought we were passing an ordinary bridge bill, but we found 
later that it was something else. Is this just an ordinary 
bridge bill? 

l\lr. CALDER. I can assure the Senator that the four bills 
which I am authorized to report are ordinary bridge bills. 

There be'.ng no objection, the bill was considered as in Com
mittee of the Whole. 

The amendment was, on page 1, line 3, to strike out "Wynco" 
and insert " Winco," so as to make the bill read: 

Be it enacted, etc., That the consent of Congress Is her eby granted to 
the 'Vinco Block Coal Co., a corporation, its successors and ass1gns, to 
constI·uct, maintain, and operate a suspension or foot bridge, and ap
proaches thereto, across the Tug Fork of Big Sandy River, at a point 



1923. CONGRESSIONAL RECORD-SENATE. '1169 
suitable to the interests of navigation, and at .or near Nangatuck, in 
the county of Mingo, Sta.te of West Vit-ginia, in accordance with the 
pr-0visions of the act entitled ".AJJ. act to regulate the construction of 
brirlges over navigable waters," approved .March 23, 1906. 

SF:c. 2. That the right to alter, amend, or repeal this act is hereby 
expressly reserved. 

The amendment was agreed to. 
Tbe bill was reported to tbe Senate as .amended and the 

amendment was concun-ed in. 
The amendment was ordered to be engrossed, and the bill to 

be read a tbird time. 
The bill was read the third time and passed. 
The title was amended so as to read: "A bill granting the 

C-On~ent of Congress to the Winco Block Coal Co., a corporation, 
to construct a bridge across the Tug Fork of Big Sandy Riv-e1., 
in :\lingo County, W. Va." 

SUSQUEH.ANN A RIY'ER BPJDGE. 

Mr. CALDER. From the Committee on Commerce I report 
bark favorably without amendment the bill (H. R. 12170) to 
reYive and reenact the act entitled "An act to authorize the 
commissioners of Lycoming County, Pu., and their successors 
in office to construct a bridge acr-0ss the West Branch of the 
Su. quehanna River from the foot of Arch Street, in the city of 
Williamsport, Lycoming County, Pa" .. to the borough of DuboTs
tmvn, Ly.coming County, Pa.," appro>.ed August 11, 1916, and 
I Bubmit a report (No. 9G6) thereon. I ask for the present 
consideration of the bill. 

There being no obj€ction, the bill was considered as in Com
mittee of tbe Whole, and was read, as follows: 

J?p it enacted, etc.., That the act approved .August 11, 19Hi, authoriz
ing the commissioners of Lycoming County, Pa., and their successors 
in' office to construct a bridge across tbe West Branch of the .SuNque
hanna River from the foot of Arch Street. in the city of Willtamsport, 
Lycoming County, Pa., to the boroug.h uf Duboistown .. Lycom~g County, 
Pa., be, and 'the same is hereby, revi..W and r~enacted: ProVl.ded, That 
this act shall be null and void unless tbe actual construction o( the 
\Jri<l~e hereby authorized be commenced within one year and completed 
within three years from the date of·approval hereof. 

The bill was reported to the Senate without amendment, 
ordered to a third reading, read the third time, and passed. 

ST. FRANCIS RIVER BBIDGE. 

l\fr. CALDER. From the Committee on Commer·ce I also re
poi·t back favorably with an amendment the bill (S. 4116) 
granting the consent of Congress to tbe State Highway Com
mi!'sion of Missouri, its successors and assigns, to ~onstruet, 
maintain, and operat-e a bridge and approaches the1.'eto across 
the St. Francis River, in the State of Missouri, and I sub
mit a report (No. 965) thereon. I ask for the present consid
eration of the bill. 

'l'here being no objection, tl1e bill was considered as in 
Committee of the Whole. The amendment was, on page 1, line 
6, after the word "point," to insert the words " suitable to 
the interests of navigation," so as to make the bill read: 

BP it enacted, etc., That the con eut of Congress is hereby granted 
to the State Highway Commission of Missouri and its successors and 
assigns to constru<;t, maintain, and operate a bridge and approaches 
the1·eto across the St. Francis Rh-er, at .a point suitable to the inteTE'l'lts 
of nRvigation on the county line between Butler and Dunklin Counties, 
on the south line of section 3, township 22 north, range 8 ea t, in the 
State of Missouri, in accordance with the provisions of the act entitlerl 
"An act to regulate the construction of bridges over navigable water ." 
approved .Uarch 23, 1906. Such bridge shall be a part of Federal aid 
project No. 212. 

SEC. 2. That the right to alter, amend, or repeal this act is expressly 
reserved. 

The amendment was agreed to. 
The bill was reported to the Senate as amended, and the 

amendment was concurred in. 
The bill was ordered to be engrossed for a third reading, 

read the third time, and passed. 
l\fr. CALDER Jl:rom the same committee I also report back 

faYorably without amendment th~ bill (S. 4122) granting the 
consent of Congress to the Interstate Toll Bridge Co. for con
struction of a bridge across Red River between Montague 
County, Tex., and Jefferson County, Okla., and I submit a re
port (No. 964) thereon. I ask for the present consideration of 
the bill. 

There being no objection, the bill was considered as in Com
mittee of the ·whole, and was rrod, .as folfows: 

Be it enacted,:., etc., That the consent of Congress is hereby granted to 
the Interstate Toll Bridge Co. to construct. maiutain, and operate a 
bridge and approaches thereto across the Red River at a point suitable 
to the interests of navigation between Montague -County, Tex., and 
Jefferson County, Okla., in accordance with the provisions of an act 
entitled "An act to regulate the construction of bridges over .navigable 
waters," approved March 23, 1906. 

~EC. 2. That th(> right to e.lter, amend, or repeal 1:his act is hereby 
expressly reserved_ 

'l'he bill was reported to the Senate without amendment, or
dered to be engrossed fur a third reading; read the third time, 
and passed. 

BILLS INTRODUCED. 

Bills were introduced,, cead tbe first time, and, by unanimous 
consent, the second time, and referred as follows: 

By M'r. ROBINSON~ 
A 'bill (S. 4253) for the relief of Guy L. Hartman; to the Com

mittee on Claims. 
By ~ir. BURSUM : 
A bill ( S. 4254) for the relief of Elizabetb 1\IcKeller; to the 

Committee on Claims. 
· By Mr. BALL: 

A bill ( S. 4255) for the relief of George T. Tobin & Son ; to 
the Committee on Claims. 

A bill ( S. 4256) to dissolve the Colored Union Benevolent 
Association, and for other purposes ; and 

A bill (S. 4257) to amend an act of Congress approved June 
18, 1898, entitled "An act to regulate plumbing and gas fitting 
in the District of Columbia "; to the Committee on the District 
of Columbia. 

By J\1r. McNARY: 
A bill ( S. 4258) for the relief of Albert Wood; to the Com

mittee on Claims. 
A bill ( S. 4259) relating to the deposit of postal savings 

funds ; to the Committee on Post Offices and Post Roads. 
A bill ( S. 4260) to extend the time for the construction of a 

bridge over the Columbia River between the States of Oregon 
and Washington. ·at a point approximately 5 miles upstream 
from Dalles City, ·wasco County, in the State of Oregon; to the 
Committee on Commerce. 

By :\Ir. LADD: 
A bill ( S. 42.61) for the purchase of a Federal building site 

at Fargo, K Da.k.; to the Committee on Public Buildings and 
Grounds. 

A bill (S. 4262) to create the American stabilizing corpora
tion and to proYide for stabilizing the prices of certain farm 
products ; to the Committee on Agriculture and Forestry. 

By Mr. LODGE: 
A bill (S. 4263) for the relief of Jo)ln F. O'Neil; to the 

Committee on NavaJ A.ffairs. 
By 1\Ir. WADSWORTH: 
A bill (S. 42G4) for the relief of the Union Shipping & 

Trading Co. (Ltd.) ; 
A bill (S. 4265) for ti.le relief of the New York & Cuba Mail 

Steamship Co .. O\Yner of tile lighter Lakeport; 
A. bill (.S. 426G) for the relief of the owners of the steamship 

Ceylon Jfaru; and 
A bill (S. ~67) for the 1·elief of Franklin P. Eastman, owner 

of the lighter Eastman Xo. 14; to the Committee on Claims. 
AMERICAN BEPRESENTATION ON REPARATION COMMISSION. 

By l\Ir. ROBINSON: 
A bill (S. 4268) authorizing representation of the United 

States on the Reparation Commission; to the Committee on 
Foreign Relations. 

Mr. ROBINSON. Mr. President, I wish to state -that it is 
my intention if the opportuuity shall be presented to make a 
i:;tatement in respect to the bill some time to-morrow. / 

AlIENDUENT TO INTERIOR DEPARTMENT APPROPRIATION BILL. 

l\Ir. PHIPPS submitted an amendment proposing to appro
priate $100,000 for sun-eying oil and oil-shale lands, for suney;:1 
and resurveys under the rectangular system provided by law 
of public lands deemed to be Yaluable for oil and oil shale, 
including office work in offices of suTveyors general, etc., hi
tended to be proposed by him to Honse bill 135G9, the Interior 
Department appropriation bill, \.vhich was 1·eferred to the Com
mittee on Appropriations and ordered to be printed. 

AMENDMENT TO DEFICIE~CY APPBOPRIATION BILL. 

Mr. SPENCER submitted an amendment providing that Sen
ators elected, whose term of office begins on the 4th day o~ 
March and whose credentials in clue form of law shall l1ave 
been presented to the Senate, or filed with the Secretary thereof, 
are authorized to ap11oint the same number of clerical assistants, 
at tbe same annual salaries, to which qualified Senators~ not 
chairmen of committees, are entitled whose compensati shall be 
paid out of the appropriation for clerical .assistance to ators, 
intended to be proposed by him to House bill 13615. the s 
deficiency appropriation bill, 1923, which was referred to 
Committee on Appropriations ancl ordered to be printed. 

SHIPPING BOARD OPERATJO. -s. 
l\Ir. FLETCHER. I submit the following resolution and ask 

for its immediate con iclerat:ion. 
The Assistant Secreta1·y read the resolution (S. Res. 391), as 

fo.llows: · 
ResoltJed, That the "C'nited States Shipping Board and the United 

'States Sbippill"" Baard Eme-rgency Fleet eorporation be, and they a:re 
hereby, directed to furnh;h to the Senate in the earliest po3slble time 

/ 
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information ghowing the dtfferen t routes, llnes, and services In which 
the i$hipping Boar<l ship~ are now engaged and under what manag~ 
ment and direction in each case. 

Second, n. statement of the profits and losses under each M0-4 con
tract entere<l into to date, naming the operators and the number and 
kind of ships in each service, and at the present time and particularly 
the ope1·n ting revenues and expenses under each contract and route for 
the year 1922. 

The VICE PRESIDENT. Is there objection to the immediate 
consideration of the resolution? 

l\lr. JO~S of Washington. Mr. President, I do not know 
whether or not I shall have any objection to the resolution, 
but I should like if the Senator from Florida would permit it to 
go OYer for a little while until I have an opportunity to examine 
it and probably talk it over with him. Then, later in the 
day, if there shall be no objection t9 the resolution, the Senator 
may oall it up. The only thing which occurs to me is that if 
we disclose publicly the business of any one of these routes it 
may furnish very valuable information to our foreign competi
tors ; and I know the Senator from Florida would not desire 
to do that any more than would I. That is the only thing I 
have in mind in reference to the resolution, and I should like to 
talk to the Senator about the terms of the resolution. 

Mr. FLETCHER. I had not thought of that feature of the 
resolution. Of course, I do not wish to accomplish that. My 
main purpose, however, is to get the information which we 
sought to get at the hearings as to each shipping route. I wish 
to locate,. if I can, where the losses are occurring; and I think 
if we had a report as to the operating expense and the revenue 
derived from each route, \Ve should be able to ascertain where 
the loss was taking place and be able to con·ect it. 

l\:lr. JOl\TES of Washington. That is probable; but, of course, 
the resolution, if we agree to it, will make such information 
public. I should, therefore, like to have the Senator withhold 
the resolution for a little while in order that I may have an op
portunity to talk it over with him. 

l\lr. FLETCHER. Let the resolution take that course, l\1r. 
President. 

The VICE PRESIDENT. The resolution will lie on the table. 
SHIPPING BOARD CONTRACT FOR TANKERS. 

Mr. FLETCHER. I ask unanimous consent for the present 
consideration of the resolution which I send to the desk and 
ask to ha \e read. 

The resolution (S. Res. 390) was read, considered by unani
mous consent, and agreed to, as follows: 

Resolved, That the United States Shipping Board is hereby directed 
to furnish to the Senate in the earliest possible time a statement show· 
ing the substance of the contract made with the Swift-Shore Co. of 
New York for tankers, giving the number of tankers and the dead
weight . tonnage; whether the Shipping Board built or caused· to be 
built these tankers, and, i! so, by whom and on what terms ; whether 
the order was placed with the Northwestern Steel Co. of Portland, 
Oreg., and the cost per dead-wei~ht ton of the tankers; the number 
of tankers built and the dead-weight tonnage; and whether added to 
the cost which will be stated there will be charges for insurance and 
interest or other charges. 

Second. Were these tankers sold, and, i! so, at what price; what 
proportion of the price was paid in cash; what portion was evidenced 
by note or notes and mortgages; and what were the terms as to 
interest and maturity? 

Third. Whether these securities were sold, and, if so, at what price, 
. when, and to whom 1 

Fourth. Give the dates when the contracts were made and the ships 
deliveri>d ; state the total cost to the Government and the total amount 
realized by the Government. 

GRADING OF COAST GUARD OFFICERS. 

Mr. JONES of Washington. Mr. President, House bill 10531 
is what is known as the Coast Guard bill. It proposes to re
distribute the personnel of the Coast Guard without increasing 
its membership so as to take care of a situation that is very 
deplorable and which if continued will probably result in the 
disintegration of the Coast Guard, as there will oo no hope of 
promotion therein. The bill is now on the calendar, having 
passed the other House, and the Committee on Commerce of 
the Senate have reported it without amendment. I ask for the 
immediate consideration of the bill. 

There being no objection, the Senate, as in Committee of the 
Whole, proceeded to con ider the bill (H. R. 10531) to distribute 
the commissioned line and engineer officers of the Coast Guard 
in grades, and for other purposes, which was read, as follows: 

Be it enacted, etc., That the number of permanent commissioned 
line officers of the Coast Guard now authorized by law · shall be dis
tributed in grades, as· follows : One commandant, 7 captains, 12 com
manders, 35 lieutenant commanders, 37 lieutenants, and 37 lieutenants 
(junior grade) and ensigns; and the number of permanent commis
sioned engineer officers now authorized by law shall be distributed in 
grades, as follows : One engineer in chief, 3 captains {engineering), 6 
commanders {engineering), 12 lieutenant commanders {engine~ring), 
22 lieutenants {engineering), and 42 lieutenants (junior grade) (engi
neering ) and ensigns (engineering). Promotions to the grades created 
by this act, namely, captain, captain (engineering ), and commander 
(engineering), shall be made from the next lower grnde by seniority: 

Prov-icled, That lieutenants and lieutenants (junior grade), both line 
and enginee1ing, may be promoted, subject to examination as provided 

by law, without regard to number or length of service in grade, to 
such grades in the Coast Guard not above lieutenant commander or 
lieutenant commander (engineering) as correspond to tbe permanent 
ranks and grades that may be attained in accordance with law by line 
officers of the regular Navy of the same length of total commissioned 
service, and officers thus promoted shall be extra numbers in their 
respective grades, which extra numbers shall not at any one time. ex
ceed the following, respectively: Twenty lieutenant commanders, 15 
lieutenants, 15 lieutenant commande1·s {engineering), and 8 lieutenants 
(engineering), but no officer shall be promoted under this proviso who 
would thereby be advanced in rank ahead of an officer in the same 
grade and corps whose name stands above his on the official precedence 
list: Provided furthe1·, That captains and captains (engineering) shall 
have the rank of, and be of corresponding grude to, captains in the 
Navy, and commanders (engineering) shall have the rank of, and be of 
corresponding grade to, commanders in tbe Navy. 

Smc. 2. That the title of captain commandant in the Coast Guard is 
hereby changed to commandant. Ilereaftei: the commandant shall be 
selected from the active list of line officers not below the grade of 
commander and shall have, while serving as commandant, the rank, 
pay, and allowances of a rear admiral (lower half) of the Navy: Prn
vided, That any officer who shall hereafter serve as commandant shall, 
when retired, be retired with the rank of commandant and with the 
pay of a rear admiral {lower balf) of the Navy on the retired list, nnd 
tbat an officer whose term of ::iervice as commandant has expired may 
be appointed a captain and shall be an additional number in that 
grade; but if not so appointed, be shall take the plaoe on the lineal 
list in the grade th.at be would have attained bad be not servP<l as 
commandant and be an additional number in such grade: Provided fur
ther, That the engineer in chief, wMle so serving, shall have tbe rank, 
pay, and allowances of a canJ;ain {engineering) in the Coast Guard, 
an<l hereafter the engineer in chief shall be selected from the active 
list of engineer officers no~ below the grade of lieutenant commander 
(engineering) : A.nd provided further, That an officer who shall hereafter 
serve as engineer in chief shall, when retired, be retired with the rnnk 
of engineer in chief and with the pay of a captain (engineering) on the 
retired list, and that an officer whose term of service as engineer in 
chief bas expired may be appointed a commander (engineering) and 
shall be an additional number in that grade; but if not so appointed 
he shall take the place on the lineal list in the grade that he would 
have attained had he not served as engineer in chief and be an addi
tional number in such grade: A.nd pi·ovided further, That a constructor, 
after 10 years' commissioned service in the Revenue Cutter Service and 
Coast Guard, shall have the rank, pay, and allowances of a lieutenant 
commander, and a'fter 20 years' commissioned service the rank, pay, and 
allowances of a commander. 

SEC. 3. That hereafter no commissioned officer of the Coast Guard 
shall be promoted to a higher grade or rank on the active list, exc<'pt 
to commandant or to engineer in chief, until his mental. moral, and 
professional fitness to perform all the duties of such higher grade or 
rank have been established to the satisfaction of a board of examining 
officers appointed by tbe President, and until be bas been examined by 
a board of medical officers and pronounced physically qualified to per
form all the duties of such higher grade or rank: Provided, That il' 
any commissioned officer shall fail in bis physical examination for pro
motion and be found incapacitated for service by reason/ of physical 
disability contracted in the line of duty, he shall be retired with the 
rank to which his seniority entitled him to be promoted: Prot'ided fur
ther, That hereafter when a commissioned officer ot' the Coast Guard 
who has had 40 years' service shall retire, be shall be placed on the 
retired list with the rank and retired pay of one grade above that 
actually held by him at the time of retirement; and, in the case of a 
captain, the rank and retired pay of one grade above shall be the i·ank 
of commodore and the pay of a commodore in the Navy on the retired 
list. 

SEC. 4. That an ensign, an ensign (engineering), or a district super
intendent with the rank of ensign, shall be required to complete three 
years' service in his grade, after which he shall be eligible for promo
tion to the next higher grade without regard to the number already in 
that higher grade. 

SEC. 5. That nothing contained in this act shall be construed to 
reduce the rank, pay, or allowances of any commissioned officer of the 
Coast Guard as now provided by law. 

The bill was reported to the Senate without amendment, 
ordered to a third reading, read the third time, and passed . 

THE RULES OF THE SEN ATE. 

The VICE PRESIDENT. l\Iorning business is closed. 
l\Ir. JONES of Washington. I ask unanimous consent to 

have taken from the table Senate Resolution 385 and that it 
may be now considered. 

The VICE PRESIDENT. The Secretary will read the reso
lution. 

The Assistant Secretary read the resolution (S. Res. 385) 
submitted by Mr. JONES of Washington December 22, 1922, as 
follows: 

Resolved, That a special committee of five, to be composed of Sen
ators who will be Members of the • ixty-eightb Congress. to be ap
pointed by the Vice President, no more than three to belong to the 
same political party, ls hereby authorized. Such committee is author
ized and directed to study the rules of procedure of the Senate and 
to report and recommend what changes should be made in onler to 
expedite business and to enable a majority to bring a question to a 
vote for final action and at the same time afford rea onable protection 
for the rights of the minority. Such committee shall submit its report 
and recommendations ro the Senate on or before the second Monday 
after the opening of the first session of the Senate in the Sixty-eighth 
Congress. 

Mr. HARRISON. Mr. President, did I understand the Sen
ator from Washington to ask unanimous consent for the 
present consideration of the resolution? 

l\fr. JONES of Washington. Yes. 
l\ir. HARRISON. Reserving tl1e right to object, will not the 

Senator allow the resolution to go to the Committee on Rules, 
and does he not think it is best that it should go to that com
mittee so that it may consider the question involYed? 
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Mr. JONES of Washington. If the Senator thinks that it 

should go there; I will not object to the resolution being 
referred to the Rules Committee. Of course, it speaks for 
itself; it is very plain. and I bad hoped that the Senate would 
pass it and authorize the creation of the special committee, 
which can do nothing except investigate, study, and report its 
recommendations to the Senate. If, however, the Senator 
prefers that the resolution should go to the Rules Committee, 
of course, one objection will take it there in any event, and I 
have no erious objection to its being referred to the Com
m.ittee on Rules, but I hope, of course, that the Rules Com
mittee will consider· it. 

Mr. HARRISON. I had hoped the Senator would suggest 
that it go to the Rules Committee, because certainly that com
p:littee should consider this question. It invol•es a matter of 
so much importance that the Rules Committee, it seems to me, 
would be the proper committee to consider it. · rather than a 
select committee. and if the Senator does not make the request 
I shall ask that it go to the Committee on Rules. 

Mr .. JONES of Washington. Very well, let the resolution be 
referred to that committee. 

The VICE PRESIDENT. Without objection, the resolution 
will be referred to the Committee on Rules. 

COMMEMORATION OF CE:L\TEN.ARY OF THE MONROE DOCTRINE. 

Mr. JOHNSON. Mr. President, I ask unammous consent 
that a very small bill to which there is no opposition at all 
and which has been reported unanimously by the Comrnitte~ 
on Banking and Currency, may be considered at this time. I 
refer to Order of Business No. 924, being Sennte bill 4096. 

Mr. CURTIS. Mr. President, I shall not object to the con
sideration of the bill, but I had hoped we might go on with the 
calendar this morning until 2 o'clock, and probably the hill re
ferred to by the Senator from California \Yould be reached. 
I shall, however, offer no objection to the bill being consiueteJ 
now, so far as : am personally concerned. 

The VICE PRSEIDENT. Is there objection to the immedi
ate consideration of the bill? 

There being no objection, the Senate, as in Committee of the 
Whole, proceeded to consider the bill ( S. 4096) to authorize the 
coinage of 5Q-cent pieces in comrnemorat:on of the one hun
dredth anniversary of the enunciation of the :\lonro~ doctrine, 
which was rea<l as follows : 

B<; it enacted, etc., Th.at in commemoration of the one hunclredth 
anmversary of the enunciation of the Monroe doctrine there shall be 
coined at the mints of the United t~tates i;:ilver 50-~cnt pieces to the 
number of not more than 300.000, such 50-cent pieces to be of the 
1Handard troy weight, composition, dia meter, devi cr and design as 
shall be fixed by' the Director of the Mint, with the' approval of tbe 
Secretary of the Trea1mry, which said 50-cent 11ieres sball be legal 
tender in any payment to the amount of their face n1lue. 

SEC. 2. That the coins herein authorizrd shall be issue<! only upon 
the request of the Los Angeles Clearing House and upon oayment by 
su~h olearing house to the United States of the par value of such 
coins. 

.SEC. 3. That ~ll laws now in force r~lnting to the subsidiary silver 
corns 01• the Umted States and the coming or striking of the same 
regulating and· guarding the process of coinage, providiG" for the pur: 
chase of material and for the transportation, distribution~ and redemp
tion ?f coins. for ~he prevention of uebasement or counterfeiting, for 
secunty of the corn, or for other purposes. whether saicl laws are 
penal or otherwise, shall, iso far as applicable, apply to the coinage 
herein authorized: Pro1>ided. That the United States shall not be sub
ject to tlJe expense of making the necessary dies and other prepara
tions for this coinage. 

The bill was reported to the Senate without amendment, 
or<lered to be- engrossed for a third reading, read the third 
time, and passed. 

THE CALENDAR. 

The VICE PRESIDENT. The calendar under Ruic \"III is 
in order. 

l\fr. CURTIS . . I ask unanimous consent that the Senate pro
<.-eed to the consideration of unobjectecl hills on the ca~endar. 

The VICE PRESIDENT. Is there obje"ction? 
Mr. UNDERWOOD. I do not think we will accomplish much 

by considering only the unobjecte<l · bills. I think we hnd 
better take the bills up under tlle rule as they are renchecl 
in order that every Senator may ha•e a chance. As I recall, 
we have recently cleaned up the calendar of unolJje"~ed bills. 

Mr. CURTIS. Very well. I withdraw my request. 
The VI.CE PRESIDENT. The calendar ui:cler Rule VIII is 

in order, and the Secretary will state the first bill on the 
calendar. 

f?UITS AGAINST THE lJ~ITED STATES. 

The bill (S. 214) to amend section 24 of the act entitled 
"An act to codify, re.ise, ancl amend the laws relating to the 
judiciary," approved 1\larch 3, 1911, was announced as fil4'5t in 
-Order on the calendar. 

Mr. SMOOT. I ask that that bill may go over. 

k"\:IV--75 

Mr. UNDERWOOD. Mr. President, the Senator, as I under
stand, can not have the bill go over unless a motion to that 
effect is made and agreed to. There was no order made that 
we should consider only unobjected bills, but the Senate i3 
operating under the rule that the bills on the calendar shall be 
considered as they are reached. If the Senator from Utah 
desires to ask unanimous consent that the bill go OYer, I shall 
not object. 

Mr. McKELLAR. What objection has the Senator from Utah 
to the bill? 

Mr. OVERl\IAl~. Let us dispose of the bill. It has been on 
the calendar for a long time, and has been recommended unani
rnously by the full Judiciary Committee. As the law now is 
individuals having claims against the Government can only 
institute suits in the Federal dish·ict court in the States where 
they live where the claim involved does not exceed $10,000. 
Tliis bill proposes to extend the amount to $50,000. It is in
tt-)ndecl to allow a citizen in any district in the United States 
to bring suit in the Federal court if the amount of the claim 
does not exceed that sum. 
' Such cases will be tried on evidence furnished by the plain

tiff and by the Government in the respective States, where 
the Government has its district attorneys to represent it. 
Instead of requiring the individual who has a claim against 
the Government to come to Washington and employ a Wash
ington lawyer to hring suit, this bill, by extending the iimit 
from $10,000 to $50-,000 will allow the suit to be brought in . 
the L'nited States court in the district where the claimant 
lives. 

I do not think there ought to be any objection to the bill. 
There was some objection on the part of the .Attorney General 
because it was alleged the Government would be involved in an 
additional expense, but I think there will be no additional ex
pense imposed on the Government, because the Government en
joys the franking privilege and every document which the 
GoYernment has in 'Vashington and desires to use in its defense 
in any claim can be sent ·down under frank to the court where 
tbe proceedings are being had. The Government, I repeat, has 
able representatives in e>ery district, and the cases can be tried 
there an<l the evidence sent down by the Government. Under 
the existing situation a citizen of the United States who has a 
claim against the Government has to come here at great expense 
and employ "·ashington . lawyers to conduct his case. The 
Judiciary Committee thought this was a proper bill in the inter
est of those who h~l\e claims against the Government not in 
excess of the amount specified in the bill. All large claims will 
ha>e to be tried before the Court of Claims, as they are now, 
but rnits inrnlving less than $50,000 may be tried in the district" 
~Urt& . 

l\Ir. L~DERWOOD. Mr. President, I agree with the' Senator 
from 1'\orth Carolina that this bill ought to be disposed of. I 
think the bills on the calendar that have been reported ought to 
have a chance for a .-ote, ·and I think the Senate ought to \Ote 
on this hill, although I do not agree with my friend from North 
Carolina that it should be passed, and just in a few words r 
want to say what my objection to it is. 

'l'he Court of Claims was organized to allow citizens of the ' 
United States to bring suits sounding in contract against the 
GoYernmE>nt of the United States. It is not merely that we have 
five judges down there to try these cases, but we have an organ
ized bureau of the Go•ernment in the Department of Justice· 
to look after the Government's side of the claims. There is no 
trouble in the world, if the cases are prepared, about having a 
hearing and a decision in the Court of Claims. Most of the 
delays in the Court of Claims have come about because the · 
cases were not prepared ; but the situation in the Cour or 
Claims to-day is such that if a case gets on the calendar it is 
disposed of if the contestants desire its consideration within · 
the term, and it is decided within a few weeks after it is 
argue<l. 

The only ground on which we could say that these cases 
shoul<l be sent to the district courts is the convenience, I will 
not say of the litigants-because in the Court of Claims the 
witnesses are not brought here ; in this class of cases the testi
mony is taken by deposition-but the convenience of the law
yers. l\Iany years ago, in small cases, as a matter of con
Yenience, juris<liction was given to the district courts to try 
these cnses up to $2,000; then the limit was increased to 
$10,000; and now it is proposed to increase the jurisdiction to 
$50,000. I think .there is a serious objection on the part of the 
Gowrnment, looking at it from a Government standpoint, to 
that being done. I think that every man who has a legitimate 
claim against the Government should have an opportunity to be 
heard and try his case; but the Government has its side of 
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the e cases as wen. The district attorneys throughout the Mr. McKELLAR. l\fr. President, I think there is a great 
United States are not trained in presenting the Government's deal of force in what the Senator from North Carolina says; 
side of these cases. It is a specialty. They have an enormous but I want to ask him, if he is so anxious to have these cases 
a mount of business of their own to attend to, especially now, tried at home, why does he deprive the litigant of the right 
when the business on the c1iminal side of the dockets of the of trial by jury? 
United States courts has largely increased. They have their Mr. OVERUA....'i. This is a question that is tried upon rec-
o"·n business to look after. They areJ].ot organized to look ord evidence. 
after the Government's side of these cases and protect the Mr. McKELLAR. It may or may not be. 
Treasury against illegitimate claims. Mr. OVERMAN. That would make it even more important 

I\Iore than that, these claims require the testimony of the that a constituent of the Senator from Tennessee should have 
GoTernment. A great many of them grow out of war contracts. his case . tried in his own bailiwick, before his own jury, by 
That testimony is in Washington. It is not in Alabama or Ari- his own lawyer. · 
zona or New Mexico or North Carolina; it is in Washington. l\Ir. McKELLAR. I agree with the Senator; but the Senator 
If we authorize the trying of these claims in the district courts provides in this bill and the last senteuce of the bill as re
of the various States we are either going to require these ported proYides as follows: 
records to be taken out of '~ashington and carried to North All suits brought and tried under the provisions of this paragraph 
Carolina or Alabama or New Mexico, or we are going to have shall be tried by the court without a jury. 
the Gov-ernment deprived of its testimony in the case. I call the Senator's attention to this fact, which is not only 

Tbese important papers might be carried down to one of the forgotten by the Senator and other Senators on the Judiciary 
States in defense of a $50,000 suit, but, on the other hand, there Committee, but it seems to be almost forgotten by all the courts 
might be suits pending here involving 200,000 or $1,000,000, of our country: The Constitution of the United States provides 
and if the papers were lost the Government might lose its de- in three separate places that the right of trial by jury ·shall 
fen. e. I think the only thing involved here is the convenience remain inviolate, and yet the Senator is seeking to take it 
of the lawyers, not the litigants, because their testimony is a way from litigants in this class of cases. ' 
going to be taken by deposition anyhow in this class of cases. Mr . .ASHURST. Mr. President, if the Senator will yield, 
More than that, when they are tried here there is more uni- that applies only to cases cognizable at the common law. 
formity in the decisions, because there is a direct appeal from Mr. McKELLAR. I understand that; but what the framers 
the- Court of Claims to the Sup1·eme Court of the United of our Constitution meant was to give to the litigants the right 
States, and the appeal from the district court goes to the cir- of trial by jury. The provi ion has been construed by the courts 
cuit court, and we may have the circuit court deciding a case not to be .as broad as it was intended by the framers of the 
one way and the Supreme Court deciding it another way. Constitution that it should be. What I want to know of the 

I am not disposed to say that in the smaller cases, below Senator is this: If he wants the people back home in his State 
$10,000, the present jurisdiction should be disturbed; but I do and in mine and in other States to have the right of a trial in 
believe it is very unwise, in the interest of the Treasury of their own local community, why does he not follow the plain 
the United States and the proper trial of these cases, to in- direction of the Constitution and prov,ide that we shall have 
erease the jurisdiction of tne district courts and turn O"ver the jury trials there just as elsewhere? 
trial of these cases to men who -are not informed, who are 1\Ir. OVERMAl~. I am following the statute of the United 
not familiar with them. when we have an organized bureau States. This bill amends the old statute which provides how 
in the Department of Jnstice to handle these cases and try these cases shall be tried, which has been upheld by the Supreme 
them here; and it must be remembered that in most instances Court of the United States. The e are claims not cognizable at 
a number of these cases follow along the same line. Occa- common law, and therefore the Supreme Court has decided that 
sionally there is a separate case, but in a great number of they could be tried without a jury. 
instances where one case is tried it is a standard case, and Mr. l\lcKELLAR. I understand that; but the Supreme Court 
the rest stand or fall by that one decision; and there are could not decide that if Congress provided in this bill that they 
trainecl men in the department who know the Government j should have the right of trial by jury, it ought to be given; 
sider and can protect the Government's interests. and I want to say to the Senator that while I have no objection. 

For that reason I shall not vote for the bill, but I think the in the world to this bill being considered-I see that it was 
Senator is rig·ht irr saying that the bill is entitled to have a reported away back in l\Iay, 1921, and it ought to be heard; 
-vote. the Senate ought to pass on it-I am going to vote against the· 

l\Ir. OVERMA....1'1". l\1r. Presitlent, this mattP.r was considered Senator's bill unless he strikes out the provision about trial by 
by the Judiciary Committee, and was urged by lawyers repre- jury, because I am one of those antiquated men who believe in 
senting every section of the United States. We can not see the right of trial by jury. 
why one of our constituents should actually be denied, on l\Ir. OVER~1AN. Then, l\fr. President, the Senator had better 
account of the immense expense, the right of having his claim move to amend the general statute. This bill only amend th& 
heard in the court. .A claim is a claim, and a lawyer is a general law which is in force to-day in regard to claims. I hope 
lawyer. The district attorneys are generally good lawyers. the Senator will not vote against this bill for that rea:::on. Let 
They understand how to try cases. A claim is no different from him propo e an amendment to the general law. 
any other ca e. · This does not involve the great war claims, l\1r. 1\IcKELL.AR. If the Senator will permit me to say o, 
because it is limited to $50,000. .A man in Florida or Ohio or I should like very much to vote for a general statute on the 
Georgia has a claim against the United States. Why should subject, but I am not going to vote for any statute tha.t ueprives 
he be put to the tremendous expense of coming here and pay- citizens of the United States or of any State of the right of 
ing some Washington lawyer, when there ai·e good lawyers trial by jury. 
at home that he could get for half the price? Mr. OYERl\IAN. This is an amendment to the law that pro-

This bill is in the interest of the people. It is giving justice vides for that. The Senate can do as it plea es with it. I have 
to the people. Through the long delay in the Court of Claims no interest in it, except in the interest of my constituents who 
tlle .people are absolutely denied justice, on account of the im- may baYe claims against the Government and who ought to be 
meuse number of claims that are brought here from all O"ver able to try them at home instead of coming to Washington at 
the United States, when a claimant could go and try his case great ex.-pense and incurring great expense for witnesses and 
in his own district and the Government has a Iawrer there employing lawyers here in Washington. I am o-o!.ng to leave it 
to represent it. The claimant can have his own lawyer and to the Senate to do as it pleases. I llave no interest in the bill. 
the testimony of the Go\ern.ment can be presented. The Gov- I simply think it is in the intere t of justice and economy. 
ernment has every right, without any expense, to present its l\Ir. SMOOT. l\Ir. President, in the past I have objected to 
evidence. The expressage is paid for the papers to be sent; · the consideration of this bill. I think it is a very, very un
tlle franking privilege is granted to the Government; it has its wise measnre. 
lawyerN; and why not give to a constituent in our own States In the first place, as stated by the Senator from Alabama 
who has a small eJaim not exceeding $50,000 the right to [l\1r. UNDERwoon]-and I agree with every word he says in 
ha•e it tried in the Federal court at his own home? It would relation to this measure-the law provided that cases involving 
be much less expensive to the Government, because the Court claims of $2,000 or less could be tried in the district courts. 
of Claims, when a case is brought, sends these inspectors or Then, after that, the limit was increased to $10,000, and now 
referees, as they are called, down to the States at great ex- we are askeu to increase it to $50,000. 
pense-$10 a day-to take the testimony down there instead I am not going to repeat here what the Senator from Ala
of letting the case be tried in the Federal court at home. Let bama_ has so well said in giving his reasons for objecting to 
our people try their cases in their own homes, instead of com- and voting against the bill; but I do want to call attention 
ing here to try them in the interest of these Washington to the fact that in the Court of Claims-a court that bas been 
lawyers. This limitation is in their interest. set up by Congress to hear claims against the United States-
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when one case is decided all similar cases are decided by that 
court in the same way. 

1\fr. KELLOGG. Mr. President, will the Senator yield? 
Mr. SMOOT. I yield to the Senator. 
Mr. KELLOGG. Does not the Senator know that a man 

might as well be denied a trial ds to have to go to the Court 
of Claims and be blocked for years? 

Mr. SMOOT. No; I do not know that. 
Mr. KELLOGG. It is a fact. 
l\Ir. UNDERWOOD. Mr. President, that statement has been 

repeatedly made on the floor of the Senate, and without intend
ing to contradict the Senator from M.innesota, who I know 
thinks it is true, I have been assured that there is no difficulty 
in the world to-day in getting a trial of any case within one 
term of the court, and I know that to be so, because I have had 
cases in the Comt of Claims myself, not that I was trying them 
as a lawyer but I was a litigant. For several years past the 
Court of Claims has sounded its docket every term, and there 
has been an opportunity to try every case, if the litigants 
wanted to try them. 

Mr. OVERMAN~ The cases do not get on the docket. Some
times it takes five years to get a case on the docket. 

Mr. UNDERWOOD. The Senator is now speaking about the 
lit.igants preparing their cases. 

Mr. OVERMAN. The Court of Claims sends its men out to 
take the testimony, and the testimony is sent in only after 
great delay. I agree with the Senator that the court tries all 
the cases on the docket. 

Mr. SMOOT. You can not find any compla.int against the 
court if the litigants do not prepare the cases for trial. 

Mr. McNARY. I make a point of order, Mr. President. 
The VICE PRESIDENT. The Senator will state bis point 

of order. 
Mr. McNARY. We are proceeding under Rule VIII, and we 

have already taken 35 minutes on this one item. We have only 
2 hours altogether for the consideration of these cases on the 
calendar. I ask for the enforcement of Rule VIII. 

Mr. SMOOT. Under Rule VIII each Senator has 5 minutes. 
Mr. McNARY. The Senator from Utah and the Senator from 

Alabama have spoken for more than five minutes. 
Mr. SMOOT. I have not been on my feet five minutes. 
Mr. McNARY. I ask for an observance of the rule. 
Mr. SMOOT. I am perfectly willing to have the rule en

forced, but I have not been on the floor five minutes. 
The VICE PRESIDENT. The Chair understands that no Sen

ator has spoken more than five minutes or more than once. 
Mr. Sl\lOOT. That is true. · 
Mr. KELLOGG. Under the rules in force in the Federal 

courts cases can be expedited, but cases have been tied up here 
in the Court of Claims for years, when men could not get a 
hearing. 

Mr. SMOOT. It is not the fault of the court. 
Mr. WATSON. Will the Senator allow me a moment? 
Mr. SMOOT. I have only a moment. 
Mr. WATSON. The fault is not with the court; it is with 

the litigants themselves. I have been assured by two of the 
judges of the Court of Claims in personal conversation within 
the last 30 days that a hearing can be had in any case in one 
term of court if the litigants press their cases. 

Mr. SMOOT. 1\Ir. President, in conclusion I want to say that 
this bill will cover perhaps 90 per cent of the cases which will 
be brought against the Government of the United States. That 
means that the records in all those cases now at Washington 
will have to be sent all over the United States. 

Mr. OVERMAN. May I ask the Senator a question? 
Mr. SMOOT. Certainly. 
Mr. OVERMAN. Where did the Senator get his information 

that this takes in 90 per cent of the cases? It does not take in 
10 per cent of them. 

Mr. SMOOT. It will if this limitation of $50,000 is put in. 
Mr. OVERMAN. The limitation is $50,000, but the Court of 

Claims handles cases amounting to $100,000, $200,000, $500,000, 
and over a million dollar~. 

Mr. SMOOT. Of course, there are few claims of more than 
$50,000. There are some tl1at run as high as a million dollars 
and others more than a million dollars, but in the great bulk 
of the cases the amount claimed is less than $50,000, and this 
would mean taking the business from the Court of Claims in 
\Yashington and transferring it to courts all over the United 
States. Of course, the evidence that is collected by the Gov
ernment is in the archives of the Government, and it will be 
sent all over the United States. Those are the facts in the 
case. If we want to ha>e a condition of that kind, all we will 
have to do is to vote for this bill, but I shall vote against 
the bill. 

Mr. McKELLAR. How far is the Court of Claims behind? 
Mr. SMOOT. As far as the docket is concerned-and that 

is all the court has anything to do with-they are almost up . 
to date. I will say to the Senator that they are as nearly 
up to date as any court in the United States. 

Mr. OVERMAN. So far as the docket itself is concerned, 
they are up to date, but many of the cases do not get on the 
docket until the men who go down and take the testimony 
send it here, and they are sometimes five years behind time. 

Mr. McKELLAR. Would this not be likely to engender a 
great many suits against the Government all over the country? 

Mr. OVERMAN. I do not think so. I do not see why. 
Mr. McKELLAR. I mean improvident suits. It seems to 

me that everyone who even thought he might have a claim 
against the Government would be willing to risk the cost and 
go into court. 

Mr. OVERMAN. If a man thinks he has a case against the 
Government he ought to have a right &o go and try it out, if 
he is willing to put up the money. 

Mr. WALSH of Montana. Mr. President, I do not think the 
reason for this legislation rests at all upon the difficulty or 
delay in securing an adjudication before the Court of Claims. 
These causes accruing in behalf of citizens of the United 
States against the Government of the United States accrue 
all over this great country, .in the State of California, in the 
State of Washington, in the State of Montana, in the State of 
Maine. It is a mistake to assume that all the records repose 
in the archives here in the city of Washington. I recall prose
cuting at one time a case of this character arising out of a 
building contract, the construction of Fort Yellowstone, in the 
Yellowstone National Park. My client had an opportunity 
to bring his witnesses here to the city of Washington or to 
try the case purely upon deposition, if he had a desire to do so. 
He preferred to abate a very considerable amount of his 
claim and bring it in the district court of Montana, rather 
than undergo the expense and inconvenience of coming he.re 
to the city of Washington to try a lawsuit. The Government 
was put to no inconvenience about the matter at all. The 
evidence was all in the hands of the division office of the 
Supervising Architect of the Treasury. 

So a controversy might easily arise concerning the construe-
. tion of some public improvement in the city of San Francisco 
involvjng an amount somewhere between $10,000 and $50,000. 
Why should the parties to .that transaction with the Govern
ment of the United States be compelled to come to the city of 
Washington to try a lawsuit involving that matter? Of course, 
there are many of these cases .which will be tried before the 
Court of Claims, all claims involving an amount above $50,000, 
but in many of the cases, if the claim is less than $50,000, the 
man will surrender his right rather than come here to the city 
of Washington and employ lawyers in this city for the purpose 
of prosecuting. 

It is a mere question of justice to the people who have claims 
against the Government of the United States arising out of 
contracts, whether they shall be compelled to travel 3,000 miles 
before they can get a court to try their claims or whether they 
shall have a court in the immediate vicinity, where the cases 
can be tried in an inexpensive way. I can see no reason at 
all why this legislation should not be enacted. It seems to me 
it is founded in the elemental principles of justice, namely, that 
a man is entitled to have a court before which his cause can 
be tried, and have that court somewhere in the immediate 
vicinity where the transaction took place. 

Mr. KING. Mr. President, for information I would like to 
inquire of the Senator what reason prompted Congress in the 
beginning to place limitations around the jurisdiction of the 
courts in the various districts? 

l\lr. WALSH of Montana. I am glad the Senator asked that 
question. We started out upon the principle that the Govern
ment was not open to suit at all. If anyone had a claim against 
the Go>ernment he was to come before Congress, no matter how 
trifling it might be in amount or in the principle involved, and 
Congress 'vould make an appropriation. But in the course of 
time it was recognized that justice could not be administered 
in that way, and we ~reated a Court of Claims, and then anyone 
who had a case against the Government would come before 
that court and file bis claim. It was then recognized that that 
amounted to practically a denial of justice as to all claims 
of limited amount arising in remote sections of the country, 
and Congress authorized suit to be brou<Tht against the Go\ern
ment of the United States in the district courts of the rnrious 
districts where the amount in"Volved did not exceed $10,000. 

I defy anyone to demon trate that the Government of the 
United States has suffered to any extent whate>er by re~son of 
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that legislation. I deny that anyone can demonstrate that any 
unjust claim against the Government was allowed through the 
_process of the Federal courts. The statute carefully guards it. 
There is no right to trial by jury. The cause is heard before 
the district judge, no trial by jury being given at all, so that 
the prejudice which ls supposed to exist against the Govern
ment in the prosecution of claims of this character can not pos
sibly obtain. 

No harm has come, no injury of any character has resulted, 
to the Government on account of the right extended to citizens 
to prosecute their cases in the various courts of the country 
.where the amount involved does not exceed $10,000, and I can 
not conceive how any injury can come to the Government from 
giving to these courts the right to try these cases against the 
Government where the amount involved does not exceed $50,000. 
I hope the legislation will be enacted. 

The VICE PRESIDENT. The Ohair is not certain whether 
objection to the present consideration of the bill was ' raised. 

Mr. KING. I object. 
Mr. OVERMAN. I move that the Senate proceed to the con

sideration of the bill. 
The motion was agreed to; and the Senat.e, as in Committee 

of the Whole, proceeded to consider the bill (S. 214) to amend 
section 24 of the act entitled "An act to codify, revise, and 
amend the laws relating to the judiciary," approved March S, 
1911. 

The VICE PRESIDENT. On May 16, 1921, the Senate, as in 
Committee of the Whole, amended the bill by striking out 
"$100,000" and inserting in lieu thereof "$50,000." 

The bill was reported to the Senate as amended, and the 
amendment was concurred in. 

The bill was ordered to be engrossed for a third reading, and 
was read the third time. 

Mr. WALSH of Montana. Mr. President, I understand that 
during my absence some question was raised as to the provi
sion of the bill providing that the trial of these cases should 
be without a jury. I want to state that in that respect no 
change is made in the law. The only change made is au in
crease of the limit from $10,000 to $50,000. The law now pro
vides that these cases shall be tried without juries. We are 
instituting no innovation. 

Mr. STERLING (when his name was called). I transfer 
my pair with the Senator from South Carolina [Mr. SMITH] 
to the Senator from Vermont [Mr. PA.GE] and vote "yea." 

Mr. WALSH of Montana (when his name was called). I 
have a general pair with the Senator from New Jersey [Mr. 
FRELINGHUYSEN], which I trsnsfer to the Senator from Ne
braska [Mr. IlrTcHcocK] and vote "yea." 

Mr. CURTIS {when Mr. WILLrs's name was called). As 
previously announced, the junior Senator from Ohio [Mr. 
WILLIS] is necessarily detained on account of serious illness in 
bis family. 

The roll call was concluded. 
Mr. GLASS. May I inquire whether the senior Senator from 

Vermont [Mr. DILLINGHAM] has voted? 
The VICE PRESIDENT. That Senator has not voted. 
Mr. GLASS. I have a general pair with the senior Senator 

from Vermont, and in his absence withhold my vote. 
Mr. HARRISON. May I inquire if the junior Senator from 

West Virginia [Mr. ELKINS] has voted? 
The VICE PRESIDENT. That Senator has not voted. 
Mr. HARRISON. I have a general pair with the junior Sen- "' 

ator from West Virginia. Being unable to obtain a transfer, 
I am not at liberty to vote. If permitted to vote, I would vote 
"yea." 

Mr. CARAWAY (after having voted in the affirmative) . I 
have a general pair with the junior Senator from Illinois [Mr. 
McKINLEY]. I transfer that pair to the Senator from Rhode 
Island [Mr. GERRY] and allow my vote to stand. 

Mr. BAYARD (after having voted in the affirmative). I 
have a general pair with the junior Senator from Pennsylvania 
[Mr. REED]. In his absence, being unable to obtain a transfer, 
I withdraw my vote. 

l\!r. JONES of New Mexico {after having voted in the affirma
tive). . I have a general pair with the Senator from Maine [Mr. 
FERNALD], which I transfer to the senior Senator from Arizona 
[Mr. ASHURST] and permit my vote to stand. 

l\Ir. CURTIS. I wish to announce the following general 
pairs: 

The Senator from Maine [Mr. lli:LE] with the Senator from 
Tennessee [Mr. SHIELDS]; 

The Senator from New Jersey [Mr. EDGE] with the Senator 
from Oklahoma [Mr. OWEN] ; and 

The Senator f.rom New Hampshire [l\.Ir. MOSES] with the 
Senator from Louisiana [Mr. BROUSSARD]. 

The result was announced-yeas 42, nays 22, as follows: 
YEAS-42. 

Mr. McKELLAR. I understand that entirely, and that is 
exactly what I am opposed to. I think the original law ought 
to have provided that they should be tried by jury. I do not 
think the right of trial by jury should be denied American citi
zens, and for that reason I am going to vote against the bill, 
and I am going to ask for the yeas and nays. 

Mr. WALSH of Montana. I .trust the Senator will not vote ~~~~:hart J.f~:C1her ~~~beck 
against the bill upon that ground, because that introduces an Bursum George Norris 

Stanley 
Sterling 
Sutherland 
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Wadsworth 
Walsh, Mass. 
Walsh, Mont. 
Warren 
Williams 

exceedingly debatable question, which we endeav.ored to avoid Calder J"ones, N. MeL Overman 
in the preparation of this legislation. I think the Senator 8!~;:~n ~:~~~~k ~~lEE:n 
might very well defer his views upon that matter until some Caraway La Follette Ransuell 
t ime when the question can be presented for consideration. It Colt Lenroot .~~n~~· 
was not under consideration by the Judiciary Committee. We 8~?;i~s~n ~~~:Sry Sheppard 
did not canvass that question. Dial Nelson Spencer 

Mr. McKELLAR. I understand what the Senator says, but NAYS-22. 
I want to say in reply that I believe in the spirit of the Con- Ball Ladd Nicholson 
stitution in reference to jury trials. There are three specific Curtis Lodge Oddie 
provisions therefor in the Constitution and amendments, and ~~~f: ~~~~~c~ ~~fg~~xter 
believing honestly and thoroughly in jury trials, and believing Heflin :llcKellar Smoot 
that the Federal courts have from time to time construed the King McLean Stanfield 
Constitution improperly in depriving citizens of jury trials, I NOT VOTING-32. 

Townsend 
Underwood 
Watson 
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have made up my mind to vote against any bill that deprives an Ashurst Fernald Hitchcock Pomerene 
American citizen of a jury trial, and as this bill does deprive Bayard Frelinghuysen Johnson Reed, Pa. 

!~a~e&~nbiiLtizen of the jury trial, I am going to vote ~~~!{£3 8!¥!ng K~~fn:Yash. ~~~~1tdr 
The VICE PRESIDENT. The question is, Shall the bill pass? Dillingham Hale ~~~s ~:~~hson 
Mr. SMOOT. I call for the yeas and nays. . mfur;fus ~:~~:gn Page Willis 
The yeas and nays were ordered, and the AsslStant Secretary I S th b·n P d follows. 

roceeded to call the roll. o e 1 was asse • as · 
P S W b" .1- ( • h hi lled) Th I Be it enacted, etc., That paragraph 20 of section 24 of "An act to l\~r. JOI\TE of as in~i.~n. W en S name was .ca · . e codify, revise, and amend the laws relating to the judiciary," approved 
senior Senator from Virg1ma [Mr. SWANSON] is necessarily I March 3 1911, be amended to read as follows: 
absent. During his absence I promised to take care of him with " ?O. Concurrent with the Court of C~ims of all c~aims not ex-
a Pa· on all matters aside from matters relating to the ship- ceedrng $50,000 founded upon the Constltut~on of the mte~ States or 

lr . · . any law of Congress, or upon any regulation of an executive depart
ping bill. Not knowmg how he would vote on the pendmg ment, or upon any contract, express or imp!ied, with the. G<?vernm~t 
proposition, I withhold my vote. of the United ~tates, or for damages, liqu_1dated. or unhqmdated, m 

,.I. KELLOGG (when his name was called) I transfer my cases not soundrng in tort, in respect _to which claims th~ party would 
n r. · . ' be entitled to redress against the Umted States, either m a court ot 

pair with the senior Senator from North Carolma [Mr. Snr- law equity or admiralty if the United States were suable, and ot all 
MONS] to the junior Senator from Idaho [Mr. GOODING] and set-otrs, counterclaims, ciaims for damages, whether liquidated or un-
ot "yea" liquidated, or other demands whatsoever on the part 01' the Govern-

v e · . I ment of the United States against any claimant against the Govern-
Mr. PO:MERE~ (when his name was called). I have tem- ment in said court: Pro1Jicled, however, That no~i~g in thls para-

porarily a general pair with my colleague [Mr. WIILIS], .who I graph shall f:ie co.ns~rui:-d as giving to either the dlStr1~t courts.or the 
is detained because of serious illness in his family I do not Court of Claims Jurisdiction to hear and determine cla1p:18 ?rowmg out 

· of the late Civil War and commonly known as ' war chums, or to hear 
know how he would vote if present. I therefore withhold my at)d determine other claims which had been rejected or reported on 
vote. If at liberty to vote, I should vote "yea.'' adversely p1ior to the Sd day ot March, 1887, by any court, depart-
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ment, or commission authorized to hear and determine tbe same, or 
to bear and determine claims for pensions ; or as giving to the district 
courts jurisdiction of case brought to recover fees, salary, or com
pensation for official services of officers of the United States or brought 
for such purpose by persons claiming as such officers or as assignees 
or legal representatives thereof; but no suit pending on the 27th day 
ot June, 1898, shall abate or be affected by this provision·: A11d JJrO
vided furtlter

1 
That no suit against the Government of the United 

States shall oe allowed under this paragraph unless the same shall 
have been brought within six years after the right accrued for which 
the claim is mnde : Provided, That the claims of married women, first 
accrued during marriage, of persons under the age of 21 years, first 
accrued during minority, and of idiots, lunatics, insane persons, and 
persons beyond the seas at the time the claim accrued, entitled to tbe 
claim shall not be barred if the suit be brought within three years 
after the disability has ceased; but no other disability than those 
enumerated shall prevent any claim from being barred, nor shall any 
of the said disabilities operate cumulatively. All suits brought and 
tl'ied under the provisions of this paragraph shall be tried by the court 
without a jury.' 

ARMAMENT CONFERENCE TREATIES (S. DOC. NO. 282). 

The VICE PRESIDENT laid before the Senate the followin5 
message from the President of the United States, which was 
read, and, with the accompanying papers, on motion of Mr. 
LODGE, referred to the Committee on Foreign Relatiolli3 and 
ordered to be prlnted : 
To the Senate: 

I transmit herewith a report by the Secretary of State tn 
response to the resolution adopted by thQ Senate on December 
11, 1922, requesting him to furnish to the Senate "information 
showing to what extent and by what nations the six treaties 
known as the armament conference treaties, described in 
Senate Document 124, Sb:ty-seventh Congress, second session, 
have been ratified, and to give the date of ratification in each 
case by each country." 

WAIIBEN G. HARDING. 
THE WHITE HOUSE, January 3, 1923. 

CIVIL WAR PENSIONS-VETO MESSAGE (S. DOC. NO. 281). 

The VICE PRESIDENT laid before the Senate the following 
message from the President of the United States, which was 
read: 
To the Senate: 

I am returning herewith Senate bill 3275, "An act granting 
pensions to certain soldiers, sailors, and marines of the Civil 
"Tar, etc.," without my approval. 

If the act were limited to its provisions in behalf of the 
surviving participants in the Mexican and Civil Wars and 
widows of the War of 1812, it would still be without ample 
justification. The Commissioner of Pensions estimates its 
additional cost to ·the Treasury to be about $108,000,000 an
nually, and I venture the prediction that with such a precedent 
established the ultimate pension outlay in the half century 
before us will exceed $50,000,000,000. The act makes no pre
tense of new consideration for the needy or dependent, no new 
generosity for the veteran wards of the Nation ; it is an out
right bestowal upon the Government's pension roll, with a 
heedlessness for the Government's financial problems which is 
a discouragement to every effort to reduce expenditure and 
thereby relieve the Federal burdens of taxation. 

The more particular objection to this act, however, lies in 
its loo e provision for pensioning widows. The existing Jaw 
makes the widow of a Civil War veteran eligible to a pension 
if she married him prior to June 27, 1905. In other words, 
marriage within 40 years of the end of the Civil War gives a 
veteran's widow a good title to a pension. The act returned 
herewith extends the marriage period specifically to June 27, 
1915, and provides that after that date any marriage or co
habitation for two years prior to a veteran's death shall make 
the widow the beneficiary of a pension at $50 per month for the 
remainder of her life. In view of the fact that this same bill 
makes provision for pensions for widows of the veterans of 
the War of 1812, the possible burden of this sweeping provi
sion seems worthy of serious consideration. Frankly, I do not 
recognize any public obligation to pension women who now, 
nearly 60 years after the Oivil War, became the wives of 
veterans of that war. · 

The Government has so many defenders to whom generous 
treatment is due that Congress will find it ne·cessary to con
sider all phases of our obligations when making provision for 
any one group. 

The compensation paid to the widows of World War vet
erans, those who shared the shock and sorrows of the conflict, 
amounts to $24 per month. It would be indefensible to insist 
on that limitation upon actual war widows if we are to pay 
$600 per year to widows who marry veterans 60 years after 
the Civil War. 

WARREN G. HARDING. 
THE WHITE HOUSE, Jawuary 3, 1923. 

:Mr. BURSUM. Mr. President, I feel that all Senators ought 
to have an opportunity to familiarize themselves with the con
tents of the message which bas j~t been read from the Presi
dent. I therefore move that the message be printed and that 
in the meantime it lie on the table. 

The motion was agreed' to. 
ELIZABETH WHITE. 

The bill ( S. 1467) to carry into effect the findings of the 
Court of Claims in favor of Elizabeth White, adininistratrix o:( 
the estate of Samuel N. White, deceased, was announced as next 
in order. 

Mr. KING. Let that bill go over. 
Mr. WARREN. I move that the Senate proceed to the con· 

sideration of the bill. 
The VICE PRESIDENT. The question is on the motion of 

the Senator from Wyoming. 
The motion was agreed to;- and the Senate, as in Committee 

of the Whole, proceeded to consider the bill, which was read as 
follows: 

Be it enacted, etc., That the Secretary of the Treasury be, and he ls 
hereby, directed and authorized to pay, out of any money in the 
Treasury not otherwise appropriated, to Elizabeth White, administratrix 
of the estate of Sft.llluel N. White, deceased late of West Feliciana 
Parish, La., $27,800, in full satisfaction of her claim as reported by 
the Court ot Claims under the act of March 8, 1887, and embraced in 
House Report No. 97, Sixty third Congress, second session, at page 100, 
and by clerical error omitted from an appropriation act for its pay
ment aner favorable action thereon by both Houses of Congress, and 
said sum is hereby appropriated. 

Mr. WARREN. Mr. President, this bill has passed the Sen· 
ate three times and has twice passed the other House. It 
finally came from the House to the Senate in and as a part ot 
an omnibus claims bill which wns referred to the Senate Com· 
mittee on Claims. That committee struck out of the omnibus 
cla~ms bill . this particular claim, but when the bill came into 
the Senate, on the 3d day of March, and was taken up for 
passage, I asked the Senate to reject the amendment proposing 
to strike out that claim, so that it would remain in the bill as 
it came from the House. So the Senate rejected the committee 
amendment and thus the ctaim became a part of the omnibus 
claims bill. By an error of enrollment, however, tbe item was 
omitted. In the hun·y incident to the last hours of the session 
not only was tbat claim omitted but there was included an
other claim that had not been passed upon favorably. 0! 
course, both claims were barred from payment. 

The pending bill involves an old controversy. The matter 
was considered many years ago when I was chairman of the 
Committee on Claims, Furthermore the cause of the claim 
arose in a section of country with which I was familiar during 
the Civil War, as I performed duty there. It involves a case 
where the Confederate forces took Mr. White's boat and its 
cargo ancl forced him to stay with the boat and help to operate 
it. The boat was afterwards taken from the Confederates by, 
the United States troops. After the war Mr. White took the 
matter up in court and the court found in his favor. The 
United States Government appealed, but never prosecuted tha 
appeal. The claim went before the Southern Claims Commis
sion, and they rejected it. Later on, some years afterwards, the 
boat having in the meantime been used by the United States 
Government for nearly 900 days continuously without repair or 
any pay to the owner, was sold for $7,000. 

As to the claims for sugar and molasses which were taken 
with the boat, these articles, I assume, were consumed by the 
Confederate forces, as we have no record of tbem. As to the 
boat itself, years afterwards, when this man was in want, the 
Government settled with him for the value of the boat alone, 
and he signed a receipt for that only. The receipt, however, was 
by an additional certificate worded in a mann€1" which it is now 
contended establishes the fact that it was in full for the amount 
due him. Under any circumstances it was a good claim and 
should have been paid. 

Furthermore, the United States is obligated in equity to pay 
it, because it has been passed upon many times, as I have said, 
by both Houses separately, and once by the two Houses. I hope 
that the bill may be passed. 

Mr. SMOOT. Ur. President, I have objected to the considera
tion of this bill on many occasions. I think the bill is unjust. 
I do not believe that the Government ought to be called upon to 
pay the $27.800 which is authorized to be paid by the bill. 

l\Ir. RANSDELL. Mr. President--
Mr. S~IOOT. I have but five minutes, I will say to the Sen

ator from Louisiana. Let me continue, and after I sha ll have 
concluded the Senator fro~ Louisiana may say what he wishes. 

l\!r. President, this claim was considered under the Tucker 
Act, and it was decided agains.t the claimant. It was then 
considered under the Bowman Act, and there was another 
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decision rendered which was adverse to the claimant. The 
report states that the claimant received payment in full for 
his c1a'im against the United States. The receipt which he 
signed is as follows : 

Received at Washington, D. C., the 16th of March1 1866, of Bvt. Col. 
J. C. M. Ferran, quartermaster, Unitecl States army, the sum of 
$7,000 and - cents, in full •of the above account, in check No. 26, on 
the First National Bank of Washington, D. c., payable to S. N. White 
or bearer for $7,000. 

Witnes es: 
W. M. MACRAE. 
C. A. THOR:)IE. 

s. N. WHITE. 

While it is claimed that that payment was made merely for 
the boat, the receipt specifically states that the payment was 
in full satisfaction of all claims against the Government. 

llr. WARREN. Will the Senator allow me to say that the 
receipt which precedes the one which he has read recites the 
matter differently? 

:Mr. Sl\100T. The certificate as signed by J. C. M. Ferran, 
major, quartermaster, brevet colonel, United States Army, 
states : 

I certify that the above account is correct, and that it has been made 
in triplicate and read over carefully to the claimant, Samuel N. White, 
in the pre ence of the attesting witnesses, and that he in their presence 
accepted the sum of $7,000 in full of all claims by him against the 
United States or its officers on account of the steamer Red Ohief No. 1. 

J. C. M. FERRAN, 
Major, Quarternwster, Brevet Colonel, United States Army. 

Think of it, l\1r. President? The claimant makes a settle
ment with the Government for $7,000, and yet those who are 
in favor of the passage of the pending bill take the position 
tllat t he receipt was given for the boat only when the claim-
ant signed a receipt for $7,000 in full payment. _ 

The Government of the United States used the boat but 825 
days. For the use of the boat for that number of days a claim 
is made of $27,800, although the bo~t itself at the conclusion 
of its use by the Government was sold for $7,000. I can not 
believe that any such claim as that against the Government 
ought to be paid. 

I lmow that many times claims bills pass through the Senate 
when no one is paying any attention to them; I know that 
claims bills haye passed through the Senate half a dozen times 
without ever being finally enacted into law; but I do not be
lieve that the Government of the United States ought to be 
called upon to pay this bill of $27,800. • 

~Ir. WARREN. Mr. President, does the Senator deny that 
the claim was passed as an amendment to ap omnibus claims 
bill and that it was left out of the enrolled bill by error? 

:\fr. SMOOT. No; I do not_ deny that. It did pass on an 
omnibus bill; I am quite aware of that. 

;:\lr. WARREN. And when the omnibus claims bill was con
sidered there was a full attendance, of course, in the Senate. 

Mr. SMOOT. There is not always a full attendance on such 
occnsions, I will say to the Senator ; and I think this claim 
was put upon the omnibus bill in the Senate, perhaps, when 
nohocly knew anything about what it was and when Senators 
did not haYe the report before them to ascertain realJy whether 
the Government of the United States was obligated to the 
claimant. 

~Jany old claims of this nature have piled up against the 
Government of the United States. I am perfectly willing to 
pay such claims wherever there is produced a shadow of jus
tification for them, but there is no justification for paying this 
claim of $27,800. 

:\lr. RANSDELL. ·Mr. President, I can not agree with the 
Senator nor do the committees which have investigated this 
claim agree with him. The Senator reads a receipt signed 
by Mr. White showing that he, the husband of the old lady, 
a widow, who is now the claimant under this bill, received 
$7,000. Mr. President and Senators, that $7,000 was paid for 
the price of the boat. The boat was sold-and the sale was a 
mistake, as the \Var Department admits-and that amount was 
paid for the boat. As the report of the committee shows, and 
as the court found, the boat was used for 825 days, I belieYe. 

Mr. Sl\fOOT. That is true. 
~fr. RANSDELL. The court found that the claimant was 

entitleu to be paid for the use of the boat, and that is what 
the committee found. 

I wish to say to the Senate and to the Senator from Utah 
that, in my judgment, this is as just a claim as Congress ever 
paid. The Senator from Utah says there is not a shadow of 
evidence back of it. I say that, in my judgment-and I do not 
often rise upon the floor of the Senate to make any claim for 
IllY constituents-I do not know a better claim than this, and 
I do not know one where a poor old widow bas been kept out 

of her rights for so many years as has the old lady in this case, 
largely by objections such as the Senator frnm Utah is now 
making. I think it is a piece of absolute injustice longer to 
defer the payment of this claim. Bills providing for its pay
ment have passed the House and the Senate a number of times, 
and on one occasion a bill embodying the claim passed both 
Houses of Congress, but, owing to a mistake of the clerk, the 
item was not put in the enrolled copy of the bill and did not 
receive, therefore, the signature of the President. The claim 
has been here time and time again ; it is no new claim ; it has 
been bef9re us repeatedly. It would be an outrage on justice, 
sir, not to act favorably upon it, and I sincerely hope that the 
Senate will now perform this long-deferred act of simple jus
tice and pass the bill. I wish to thank the Senator from Wyo
ming [l\fr. WARREN] for trying to secure proper consideration 
of the case. 

l\Ir. SMOOT. l\lr. President, I want again to call the Senate's 
attention to this receipt. The receipt is what Mr. White signed. 
He was a man of intelligence, and he could read language; and 
when the sett'lement was made between him and an officer of 
the GO\·ernment of the United States, he signed this receipt, ac
cepting " the sum of $7,000 in full of all claims by him against 
the United States or its officers on account of the steamer Red 
Chief No. 1." 

l\fr. l\lcNA.RY. l\Ir. President, I .again ask for the enforce
ment of the rule. We are not getting anywhere with the calen
dar when '"e take 15 minutes to speak. 

Mr. RANSDELL. I have not yielded. I did not hear the 
question of the Senator from Oregon. 

Mr. McNARY. I asked the Chair for the enforcement of the 
rule, which is that no Senator can speak for more than five 
minutes on a given number on the calendar. 

The PRESIDING OFFICER (l\fr. NEW in the chair). Tbe 
Chair will state that this bill is under consideration upon 
motion, and, consequently, the rule to which the Senator from 
Oregon refers does not apply. 

Mr. McNARY. Very well. 
Mr. RANSDELL. l\lr. President and Senators, in regard to 

the last remark of the Senator from Utah, I wish to say that 
the receipt .to which he refers does not say " in full settlement 
of all claims." Here is the way it reads: 

That he, in their presence--
That i , in the presence of wltnesses-

accepted the sum <>f $7,000 in full of all claims by him against the 
United States or its officers on account of the steamer Red Ohief No. t-

Growing out of the c1aim which he bad made in triplicate, as 
per some voucher. 

The actual facts in connection with that, as I gathered them, 
were that this old man had had his property taken from him. 
The Government had used that property. 'l'he Government then 
had sold that property at public sale, and that was all that was 
offered to him. He }Vould have been very different from most men 
if he had not signed practically any receipt offered to him. Tbe 
$7,000 was what the vessel brought at public sale. Tlle Govern
ment did not own that ,~essel. It was Captain White's vessel, 
The GoYernmeat had seized it and deprived him of a chance to 
use it. The Government had actually used it for 825 days, had 
undoubtedly received great benefit from its use, and then, after 
using it and probably nearly wearing it out, the Government 
sold it for 7,000; and 1\lr. Stanton, the Secretary of War, said. 
"We will pay him the $7,000 which bis property brought." That 
was not the Government giving him anything, Mr. President and 
Senators. That was simply returning to th1s old man the $7,000 
which his property brought at public sale. 

The Senator from Utah tries to make it appear that that 
$7,000 was a donation from the Government. That is the infer
ence from bis remarks. The Government did not give this man 
a cent. It took his property from him, sold it, and then turned 
over to him the proceeds of that sale. The court found that tlle 
Government had used that property for 825 days and that a 
fair rental Yalue for the use of the property-not for the title 
to the property, but for the use of it-was the sum fixed in this 
bill. 

I think it is most unjust, :Mr. President and Senators, for the 
Senator from Utah to say that merely turning over to that oltl 
man the $7,000 receiYed from the sale of his property com
pensates him for a11 bis claims. Are you not going to pay him 
one cent for the 825 days that it was used-not a nickel for all 
of that? I can not conceive sucl1 injustice as that, l\1r. Presi
dent. I know it is a long time since the war; but this claim, to 
my certain knowledge, bas been up here for years and years arnl 
years, and it ought to be settled no\Y. 

Mr. KING. ::\-Ir. President, there are two reasons, as I view 
this case, why this bill ought not to pass. 
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The first reason exists because of prior action taken by a 

commission appointed by the Congress; and that commission, 
upon full investigation, decided on the merits of the case ad
versely to the claimant. Let me read from page 2 of the report 
accompanying the bill : 

Samuel N. White (Elizabeth White: administratrix). (S. D. 258-
65-2.) Tucker Act. This claim origlnaU.v presented to Southern 
Clauns Commission; referred to court first February 12, 1887, under 
Bowman Act; decedent found loyal in 1892, under that reference, but 
court in 1893 found adversely to claimant on merits. 

If there is anything in the world that can be res adjudicata, 
it would seem to be the case at bar. Here was a case where a 
claim lingered along for many years, and in 1893 it was re
ferred to the court and tried by the court on its merits. It was 
not a technical disposition of the case. There was nothing 
arbitrary. It did not go off on some fine point of law, but 
there was a decision upon the merits. That means upon the 
facts--not the legal questions involved, but the merits of the 
case itself. If we ar~ to revive cases after machinery has been 
provided, and they have been tried on the merits and no appeal 
taken, then there is no end to claims that may be presented 
against the Government. When machinery has been set up by 
the Government to pass upon claims, and that machinery acts 
pursuant to law, passes upon the merits, and decides adversely, 
that ought to end the matter. If the claimants may come 
again and again and again, ignoring the findings made and trial 
had and decision rendered, then those tllings are purely abor
tive, and we might just as well say that, no matter how many 
a<ljudications may be had against an individual, he and his 
heirs for hundreds of years may revive the claims and present 
them. 

l\.Ir. WARREN. No, Mr. President; the case goes back of 
that. This case was tried in the court and decided in favor of 
this litigant, and the United States took an appeal and never 
followed up that appeal. This man was waiting for a settle
ment. Finally the claim appeared before the Southern Claims 
Commission, just as many others did. We have paid I would 
not undertake to say how much, but to my knowledge more than 
$40,000,000 of cases which that commission decided on the 
prima facie facts as they appeared. They had thousands of 
~em-yes, tens of thousands-passing on them very hurriedly, 
and they have come up and been settled since. 

There is another feature of · this matter: These claims have 
all been tried out in the committees. They have all been looked 
over. They have been presented here in reports. They have 
passed the House and Senate separately several times. Then 
they passed here in a composite bill, as we formed the line of 
action at one time of putting all such matters in omnibus bills, 
matters which had passed both Houses before but failed to pass 
both Houses in season to reach the President before adjourn
ment. This bill had really once become a law, so far as that is 
.concerned, except for a mistake of the enrolling clerk, who left 
1t out. As I said before, the same bill or act contained another 
claim that did not belong there at all. I allude to it simply to 
show the confusion that happened in the closing days of the 
Congress, the Sd or 4th of March. 

Mr. KING. Mr. President, knowing the fallibility of Con
gress, the fact that 1t had passed a bill one time or many times 
would not influence me in the slightest degree in favor of the 
bill. In fact, I am rather inclined to think that I might be 
prejudiced against it; and when the Senator says that it was a 
part of an omnibus bill, that in and of itself stamps it with some 
little uncertainty as to-its merits. Omnibus bills usually gather 
in good, bad, and indifferent claims, objects, and subjects. 
When we have an omnibus bill-take the omnibus pork-barrel 
public buildings bill-usually, as we know, measures are there 
found that are unjust, and post offices and public buildings are 
l>rovided for In little towns and villages and hamlets where, in 
justice to the Government, none should be provided. So when 
the Senator pleads that we ought to pass this bill because it has 
been included in some omnibus bill heretofqre, it does not appeal 
to me at all. 

Mr. WARREN. But the Senator makes another mistake. It 
was put in on this floor, by the vote of the Senate, on a bill of 
that kind, and, of course, that vote came upon its merits:-

Mr. KING. Whether it was upon the omnibus bill originally, 
or as a sort of a tentacle or an appendix to it, makes no differ
ence; it was an omnibus bill if it passed. 

But, Mr. President, I call attention again to this statement: 
Court in 1893 found adversely to claimant on merits. 
There is no evidence that there was any appeal from that find

ing on the merits. The Senator from Wyoming indicates that 
there was some other trial upon some other action or in some 
other court where the findings were in favor of the plaintiff 
and against the GoYernment, but the Government appealed. No 
disposition has been made yet of that appeal, apparently. The 

appeal is still pending. If the plaintiff had any confidence in 
her bill, why has she not prosecuted the case which was ap
pealed? Why did she not go to the appellate court and ask, if 
the Government, which was the appellant, failed to -prosecute 
the appeal, that it be dismissed and remitted to the lower court, 
and then take such steps to enforce the judgment of the lower 
court as the case called for? 

Mr. President, this statement that the case was tried on the 
merits by a court and the plaintiff was found against stands 
uncontradicted. That ought to decide the case; but, aside from 
that-and I ask the Senate's pardon for referring to a matter 
that my colleague has so fully covered-I want to call attention 
again to this release. The able Senator from Louisiana [l\1r. 
RANSDELL] attempted rather to explain away tl1e effect, and, 
so far as the plaintiff is concerned, the damning effect, of the 
release. Let us read what the release says: 

Said voucher, signed by White

The owner of the boat-
reads as follows : 

" The United States to S. N. White, Dr., March 16, 1866 : The re
imbursement of the proceeds or the sale of the steamer Red Ohief No. 1, 
by the United States Quartermaster Department, at Mobile, Ala., on 
the 12th of October. 1865, it being at the time the property of this 
said Samuel N. White, which reimbursement is in lieu o! the boat and 
in full payment and release for all claims by said Samuel N. White 
on the United States Government or its officers on account of said 
boat, and this said reimbursement ' ooing in full accord and satisfac
tion for all claims against the United States and its officers for said 
boat'"-

Mr. WARREN. Mr. President, the Senator should add ·•or 
its value. $7,000." 

l\Ir. KING. Wait a minute--
for all claims against the Unite4 States and its officers for said boat 
or its value, $7,000. 

That language admits of but one construction. There had 
been a controversy, and the controversy ended in a complete 
accord and satisfaction, in a complete adjustment of the con
troversy, the payment of $7,000, and a release of any further 
claim against the Government. 

Mr. President, if men may sign releases in full of all claims, 
and then 50 years afterwards come before Congress and pre
sent claims when perliaps the facts of which the Government 
might avail itself at the time the release was signed, in order 
to controvert the claim, may not be provided, the Government 
will always be at the mercy of individuals and we may revive 
claims which were settled 150 or 100 years ago and vouchers 
given, upon some pretext of generosity or averment that 
some coercive measures were adopted by the Government, to 
get through large appropria.tlons to -pay claims settled many 
years before. It is a dangerous thing. The Government ought 
to be protected. There ought to be some period beyond which 
claimants may not assert their claims, particularly where they 
have signed releases in full I regard this as a very danger
ous precedent. If the Government may not rely upon acquit- _ 
tances and discharges, then there is no use of the Government 
settling any claims. It seems to me this would be very unfair; 
first, because there was a finding on the merits against the 
claim, and, secondly, because the claimant signed a release of 
the claim. 

The bill was reported to the Senate without amendment, or· 
dered to be engrossed for a third reading, and was read the 
third time. 

The PRESIDING OFFICER. The question is, Shall the bill 
pass? -

Mr. SMOOT. I ask for the yeas and nays. 
The yeas and nays were ordered, and the reading clerk 

proceeded to call the roll 
Mr. JONES of Washington (when his name was called). 

Making the same announcement as before with reference to 
my pair, I withhold my vote. 

Mr. KELLOGG (when bis name was called). Making the 
same announcement as before as to the transfer of my pair, 
I vote " nay.'' 

Mr. STERLING (when his name was called). Making the 
same transfer of my pair as upon the last vote, I Yote "yea.". 

Mr. WALSH of Montana (when his name was called). I 
have a general pair with the Senator from New Jersey [Mr. 
FRELINGHUYSEN], who is absent. I accordingly withhold my 
vote. 

The roll call was concluded. 
Mr. POl\IERENE. Again announcing my pair with my col

league [Mr. WILLIS], who is detained because of illness in hi~ 
family, not knowing how he would vote if present, I withhold 
my vote. 

Mr. FERNALD. I have a general pair with the senior 
Senator from New Mexico [Mr. Jmrns]. I transfer that pair 
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to the junior Senator from New Hampshire [Mr. KEYES] and 
vote" yea." 

Mr. SUTHERLAND (after having voted in the affirmative). 
I unders~nd that my pair, the senior Senator from Arkansas 
[Mr. ROBINSON], who ls absent, would vote on this question, 
if present, as I have voted. I therefore allow my vote to stand. 

Mr. CURTIS. I desire to announce the following general 
pairs: 

The Senator from Maine [Mr. HALE] with the Senator from 
Tennessee [Mr. SHIELDS] ; 

The Senator from New Jersey [l\Ir. EDGE] with the Senator 
from Oklahoma [Mr. OWEN]; and 

The Senator from Pennsylvania [::\'Ir. REED] with the Senator 
from Delaware [Mr. BAYARD]. 

The result was announced-yeas 44, nays T, as follows: 
YEAS-44. 

Brookhart Glass Nicholson Stanley 
Broussard Harris Norbeck Sterling Capper Harrison Oddie Sutherland 
Colt Hefiin Overman Townsend · Curtis Kendrick Pepper Trammell 
Dial Ladd Phipps Underwood 
Elkins Lo~e Poindexter Wadsworth 
Ernst Mc umber Ransdell Walsh, Mass. 
Fernald McKellar Reed, Mo. 'Varren 
Fletcher McNary Sheppard Watson 
George Myers Spence1· Weller 

NAYS-7. 
Borah Kellogg 
Dillingham King 

La F·ollette Smoot 
New 

NOT VOTING-4;). 
Ashurst France McCormicIF Shields 
Ball Frelinghuysen McKinley Shortridge 
Bayard Gerry McLean Simmons 
Branrtegee Gooding Moses ·Smith 
Bunmm Hale Nelson Stanfield 
Calder Harrel cl Norris Swanson 
Cameron Hitchcock Owen Walsh, Mont. 
Caraway Johnson Page '11'i1Liams 
Couzens Jones, N. Mex. Pittman Willis 
Culber on .Jones, Wash. Pomerene 
Cummins Keyes Reed, Pa. 
Edge Lenroot Robinson 

So the bill was passed. 
BILLS, ETC., PASSED OVER. 

The bill ( S. 1016) to amend an act entitled "An act to 
repeal section 3480 of the Revised Statutes of the United 
States,'' was announced as next in order. 

~lr. SMOOT. I do not see in the Chamber the Senator who 
reported the bill or the Senator who introduced the bill, and 
I want some explanation of the bill or shall have to object to 
its passage. I therefore ask that it may go over. 

The PRESIDING OFFICER. The bill will be passed over. 
The bill (S. 491) to provide, without expenditure of Federal 

funds, the opportunities of the people to acquire rural homes, 
and for other purposes, was announced as next in order. 

Mr. SMOOT. I understand the shipping bill is to be taken 
up at 2 o'clock, and I shall not ask to have this bill taken up 
at this time, because it would be impossible to pass it between 
now and 2 o'clock. Therefore I ask that it may go over to-day. 

The PRESIDING OFFICER. The bill will be passed over. 
The bil! (S. 7) to amend the act entitled "An act to regulate 

the business of loaning money on security of any kind by per
sons, firms, and corporations other than national banks, licensed 
bankers, trust companies, savings banks, building and loan 
associations, and real estate brokers in the District of Colum
bia,'' approved February 4, 1913, was announced as next in 
order. -

lUr. POMERENE. I ask that the bill may go over. 
The PRESIDING OFFICER. The bill wlll be passed over. 
The bill (S. 2228) to amend certain sections of the Judicial 

Code relating to the Court of Claims, was announced as next 
in order. 
. l\lr. SMOOT. The Senator from Tennessee desires to be 
heard upon the bill, as he has an amendment to offer to it, 
and therefore I ask that it may go over. 

The PRESIDING OFFICER. The bill will be passed over. 
The bill {H. R. 8331) to amend the transportation act, 1920, 

and for other purposes, was announced as next in order. 
Tbe PRESIDING OFFICER. The bill will be passed o-rnr. 
The joint resolution ( S. J. Res. 41) authorizing transporta

tion for dependents of Army field clerks and field clerks, 
Quartermaster Corps, was announced as next in order. 

Mr. SMOOT. Let that go over. 
The PRESIDING OFFICER. The joint resolution will be 

passed over. 
The bill ( S. 2718) to provide for leasing of the floating dry 

dock at the naval station, New Orleans, La., was announced 
as next in order. 
· 1\lr. SMOOT. Let that go over. ·-

The PRESIDING OFFICER. The bill will be passed over. 
The bill ( S. 2589) to amend section 11 of the act en titleu 

"An act for the retirement of public-school teachers in the Dis
trict of Columbia," approved January 15, 1920, was announced 
as next in order. · 

Mr. Sl\100T. Let that go over. 
The PRESIDING OFFICER. The bill will be passed over. 
The bill (S. 67) for the relief of the heirs of Adam and Noah 

Brown was announced as next in order. 
l\Ir. SMOOT. Let that go over. 
The PRESIDING OFFICER. The bill will be passed over. 
The bill (S. 1539) for the relief of Watson B. Dickerman, 

administrator of the estate of Charles Backman, deceased, '"'as 
announced as next in order. 

Mr. Sl\IOOT. Let that go over. 
The PRESIDING OFFICER. The bill will be passed over. 
The bill (S. 1861) authorizing the Court of Claims to adjudi-

cate the claim of Capt. David McD. Shearer for compensation 
for the adoption and use and acquisition by the United States 
Government of his patented inventions was announced as next 
in order. 

Mr. Sl\IOOT. Let that go over. 
The PRESIDING OFFICER. The bill will be passed over. 
The joint resolution ( S. J. Res. 133} pl'oposing an amend went 

to the Constitution of the United States was announced as next 
in order. 

Mr. STERLING. Let that go over. 
The PRESIDING OFFICER. The joint resolution will oe 

passed over. 
The bill (S. 14) providing for the election of a Delegate to 

the House of Representath·es from the District of Columbia, 
and for other purposes, \Vas announced as next in order. 

~lr. WADS WORTH. Let that go over. 
'The PRESIDING OFFICER. The bill will be passed over. 

THE MERCHA. T MARINE, 

The PRESIDING OFFICER. The hour Of 2 o'clock having 
arrived, the Ohair lays before the Senate the unfinished busi
ness, House bill 12817. 

The Senate, as in Committee of the Whole, resumed the con
sideration of the bill (H. R. 12817) to amend and supplement 
the merchant marine act, 1920, and for other purposes. 

l\Ir. SHEPPARD obtained the floor. 
l\lr. FLETCHER. Mr. President, will the Senator yiehl to 

me? 
Mr. SHEPPARD. I yield. 
l\Ir. FLETCHER. I offer the amendment which I send to 

the desk and which I ask may be read and lie on the table. 
The amendment was read and ordered to lie on the table 

and to be piintecl, as follows: 
Strike out all after the enacting clause and insert: 
"A reduction of 10 per cent shall be made to the several rates or 

duties specified and imposed by the tn.rilf act of 1922 in respect of all 
goods, wares, and merchandise which after the passage of this act 
shall be imported in shlps or vessels of the United States. 

"All treaties and conventions in confiict herewith shall be denounce1i 
and terminated in accordance with their terms and new treaties 
and conventions shall be entered into conforming herewith in their 
places." 

Mr. l\1cNARY. Will the Senator from Texas be good enough 
to yield that I may ask unanimous consent for the present con
sideration of a bill? 

Mr. SHEPPARD. I yield for that purpose. 

PAYMENT OF CRABOES ON RECLAMATION PROJECTS. 

Mr. McNARY. I ask unanimous consent for the present con
sideration of the bill (S. 4187) to extend the time for payment 
of charges due on reclamation projects, and for other purposes. 

Mr. JONES of Washington. I would like to ask the Senator 
if the consideration of the bill will take any time? 

Mr. McNARY. I would not make the request if I thought so. 
If it leads to debate, ·I shall, of course, not press it. 

l\fr. JONES of Washington. With that understanding, I 
shall not object. 

There being no oujection, the Senate, as in Committee of the 
Whole, proceeded to consider the bill, which wa · read, as 
follows: 

Be it enacted, etc., That section 1 of the act entitled "An act to 
authorize the Secretary of the Interior to extend the time for payment 
of charges due on reclamation projects, and for other purposes," ap
proved March 31, 1922, is amended by striking out the words " one 
year" \\"here they appear in such section and inserting in lieu thereof 
the words "two years." · 

SEc. 2. That the Secretary o! the Interior is authorized, in the 
·manner and subject to the conditions imposed by such act of March 31, 
1922, to extend for a period not exceeding two yea1·s from December 
31, 1922, the date of any payment of any charge the date of payment 
ot which has been extended under the provisions of section 1 ot 
such act. 
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SEC. 3. (a) That every eharge the date of payment of which has 

been extended under section 1 of such act of 1\Iarch 31, 1922, shall in 
lleu of the rate of interest provided in such act draw interest at the 
rate of 4 per cent per annum from the date of the passage of this 
act. 

(b) That every charge the date of payment of which is extended 
under the provisions of section 2 · of this act shall draw interest at 
the rate of 4 per cent per annum from the date from which it was 
so extended in lieu of any penalty that may now be provided by 
law, but in case such charge is not paid at the end of the period for 
which it is so extended any such penalty shall attach from the date 
the charge was originally due, as if no extension had been granted. 

l\fr. KENDRICK. Mr. President, I offer the amendment 
which I send to the desk. 

The PRESIDING OFFICER. The amendment will be stated. 
The READING CLERK. Add a new section, as follows : 
SEC. 4. That section 2 of such act of March 31, 1922, is amended by 

striking out the words " season of 1922," where they appear in such 
!fectlon, and by inserting in lieu thereof the words " seasons of 1922, 
1923, and 1924." 

Mr. McNARY. I understand the amendment only makes an 
extension of the provision of the present bill, making it cover 
two years. 

·Mr. KENDRICK. l\fr. President, the act approved March 31, 
1922, granting relief to settlers on reclamation projects, au
thorized the extension of the time in which annual construction 
charges might be paid by settlers until December 31,' 1923. 
Section 2 of that act also provided: 

That the Secretary of the Interior is hereby authorized, in his dis
cretion, after due investigation1 to furnish irrigation water on Fed
eral irrigation projects during the irrigation season of 1922 to land
owners or entrymen who are in arrears for more than one calendar 
year in the payment of anY operation and maintenance or construction 
charges, notwithstanding the provisions of section 6 of the act of 
August 13, 1914. 

A.rnl further provided: 
That nothing in this section shall be construed to relieve any 

beneficiary hereunder from payments due or penalties thereon required 
by said act: Provided further, That the i·elief provided by this section 
shall be extended only to a landowner or entryman whose land against 
which the charges have accrued is actually being cultivated. 

The bill now under consideration and approved by our Com
mittee on Reclamation, reported by our chairman, Mr. l\lc
N..IBY, authorizes the extension of time from December 31 1923 
to December 31, 1925, which will no doubt prove very helpfui 
to settlers who, because of crop failures and other disasters, 
are unable to meet the construction charges. But in many in
stances, particularly where settlers have been unable to re
ceive anything like fair compensation for their crops it will 
be found impossible for them to meet even the mai~tenance 
charges. 

My amendment simply ext-ends for a corresponding period of 
time the relief provision in reference to the maintenance charges 
under which the Secretary is authorized to furnish water to 
settlers when, on investigation, it is proved they are unable to 
meet such charges. It is in no sense a repudiation of an obliga
tion; it merely extends the time of payment. 

I hope the amendment will be adopted. 
The PRESIDING OFFICER. The question is on agreeing to 

the amendment. 
The amendment was agreed to. 
Mr. FLETCHER. May I inquil'e of the Senator from Oregon 

whether the terms of the biU extend all payments for a period 
of two years? 

l\Ir. McNARY. It is only in a few distinct cases, and in 
those cases the Secretary of the Interior may, in his discretion 
where a proper showing is made, extend payment of the con~ 
struction charges for a period not to exceed two years. 

Mr. FLETCHER. Two years from what date? 
~Ir. McNARY. Two years from 1922, which means the years 

1923 and 1924. There are only a very few cases which have 
been found to date where sucfi action will be necessary. 

The bill was reported to the Senate as amended, and the 
amendment was concurred in. 

The bill was ordered to be engrossed for a third reading, 
read the third time, and passed. 

THE MERCHANT MARINE:. 

The Senate, as in Committee of the Whole, resumed the con
sideration of the bill (H. R. 12817) to amend ancl supplement 
the merchant marine act, 1920, and for other purposes. 

Mr. SHEPP ARD. Mr. President, the title of the act under 
debate, an act popularly 'known as the merchant marine act 
of 1922, or the ship subsidy bilJ, is "An act to amend and 
supplement the merchant marine act of 1920, and for other 
purposes." · The act of 1920, although it did not refer to the 
shipping act of 1916 in its title, might well have been called 
an act to amend and supplement the last-named measure and 

• measures amendatory thereof. The act of 1920 amended the 
act of 1916 in important respects, left much of it in force, and 
contained a number of new provisions. The act of 1916 had 

been amended in the meantime mainly by the shipping act of 
1918, which had reference to war conditions. These acts rep
resent the first efforts of this country on so gigantic a scale 
to aid in the development of an American merchant marine. 
It is essential to a proper grasp of the subject before us that 
we review these acts, unaerstand to what extent they remain 
in force, and examine the operations of the Shippino- Board 
from its beginning. The shipping act of 1916 was entitled: 

An act to establish a United States Shipping Board for tbe pur
pose of encouraging, developing, and creating a naval auxiliary and 
naval reserve and a merchant marine to meet the requirements of 
the commerce of the Unlted States with its Territories and posses
sions and with foreign countries; to regulate carriers by water en
gaged in the foreign and interstate commerce of the United States· 
and for other purposes." ' 

The first section of that act provides that the term " com
mon carrier by water fn foreign commerce"-
means a common carrier, except ferryboats running on regular routes 
engaged in th~ transportation by water of passengers C!r property be~ 
twe~n the United Sf:ates or any of its Districts, Terntories, or pos
sessions and a foreign country, whether in the import or export 
trade: Provided, That a cargo boat, commonfy called "an oce:rn 
tramp," shall not be deemed such " common carrier by water " In 
foreign commerce. 

The first section further provides that the term "common 
carrier by water in interstate commerce" means a common 
carrier engaged in the transportation by water of passengers 
or property on the high seas or the Great Lakes on regulal' 
routes fro~ port to port between one State, Territory, District, 
or possession of the United States and any other State, Terri
tory, District, or possession of the United States, or between 
places in the same Territory, District, or possession. 

The first section then pro>ides that the term "common car
rier by water" means a common carrier by water in foreign 
commerce or a common carrier by water in interstate commerce 
on the high seas or the Great Lakes, on regular routes, fro~ 
port to port. 

It is further provided by. the first section that the term " other 
person subject to this act" means any person not included in 
the term " common carrier by water," carrying on the business 
of forwarding or furnishing wharfage, dock, warehouse, or 
other terminal facilities in connection with a common carrier 
by w~ter; that the term "person" include·s corporations, part
nerslups. •aml associations, existing under or authorized by the 
laws ·of the Uniterl States, or any State, Territory, District, or 
possession thereof, or of any foreign country. 

Such were the original provisions of section 1 of the shipping 
act of 1916. This section was amended by the shipping act. of 
July, 1918, to provide further that the term "vessel" included 
all water craft and other artificial contrivances of whatever 
description and at whatever stage of construction, whether on 
the stocks or launched, which are used or are capable of being 
or are intended to be used as a means of transportation on 
water. and that the term " documented l.Ol.der the laws of the 
United States'' meant registered, enrolled, or licensed under 
the laws of the United States. 

As amended prior to the act of 1920 section 2 of the shipping 
act of 1916 proYided: 

That within the meaning of that act no corporation, partner
ship, or association should be deemed a citizen of the United 
States unless the controlling interest therein should be owned 
by citizens of the United States, and in case of a corp. .ration, 
unless its president and managing directors should be citizens 
of the United States and the corporation itself organized undel' 
the laws of the United States or of a State, Territory, District, 
or possession thereof. 

That the controlling interest in a corporation should not be 
deemed to be owned by citfaens of the United States (1) if the 
title to a majority of the stock should not be vested in such citi
zens free from any trust or fiduciary obligation in favor of any 
person not a citizen of the United States, or (2) if the majority 
of the voting power in such corporation should not be Yested 
in citizens of the United States, or (3) if. through any contract 
or understanding it should be so arranged that the majority 
of the Yoting power might be exercised, directly or indirectly, 
in behalf of any person not a citizen of the United States, or 
( 4) if by any other means whatsoever control of the corpora
tion sl10uld be conferred upon or permitted to be exercised by 
any person not a citizen of the United States. 

That the provisions of this act should apply to receivers and 
trustees of all persons to whom the act applied and to the suc
cessors or assignees of such persons. 

Section 3 of the shipping act of 1916 provided that a boartl 
was thereby created, to be known as the United States Ship
ping Board, and thereinafteL' referred to as the board ; tba t 
the board should be composed of five commissioners, to be ap
pointed by the President, by and with the advice and coni>ent 
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of the Senate, said board to annually elect one of tts members 
as chairman and one as vice chairman: that the first commis
sioners appointed shoUld continue in office for terms of two, 
three, four, five, and six years, respectively, from the date ot 
their appointment1 the term of each to be designated by the 
President, but their successors to be appointed for terms of 
six years1 except that any person chosen to fill a vacancy was 
to be appointed only for the unexpired term of the commis
sioner whom he succeeded; that the commissioners should be 
appointed with due regard to their :fitness for the efficient dis· 
charge of the duties imposed upc>n them by this act and to a :f'lli:t 
representation of the geographical divisions of the country; 
that not more than three of the commissioners should be ap
pointed from the same political party; that no commissioner 
should be in the ~mploy of or hold any official relation to any 
common carrier by water or other person subject to this act, 
or own any stocks or bonds thereof, or be pecuniarily inter
ested therein ; that no commissioner should actively engage in 
any other business, vocation, or employment; that any com· 
missioner might be removed by the President for inefficiency, 
neglect of duty, or malfeasance in office; that a vacancy on the 
board would not impair the right of the remaining members of the board to exercise all its powers; that the board should 
have an officiai seal which should be judicially noticed; that 
the board might adopt rules and regulations in regard to its 
procedure and the conduct of its business. 

Section 4 provided that each member of the board should 
receive a salary of $7,500 per annum; that the board should 
appoint a secretary at a salary of $5,000 per annum, and em· 
ploy and fix the compensation of such attorneys, officers, naval 
architects, special experts, examiners, clerks, and other em
ployees as it might find necessary for the proper performance 
of its duties and as might be appropriated for by Congress; 
that the President, on request of the board, might authorize 
the detail of officers of the military, naval, or other services of 
the United States for such duties as the board might deem 
necessary in connection with its business; that with the ex
ception of the secretary, a clerk to each commissioner, the at
torneys, naval architects, and such special experts and ex
aminers as the board might from time to time find necessary 
for the conduct of its work, all employees of the board should 
be supplied by the Civil Service Commission and in accordance 
with the civil service laws; that the expenses of the board, 
including necessary expenses for transportation, incurred by 
the members of the board or by its employees under its order 
1n making any investigation or upon official business in an1 
other place than in the city of Washington, should be allowed 
and paid on the presentation of itemized vouchers therefor 
approved by the chairman of the board i that until otherwise 
provided by law the board might rent suitable offices for its 
use; that the Auditor for the State and Other Departments 
should receive and examine all accounts of expenditures of the 
board. 

Section 5, which was repealed by the merchant marine act 
of 1920, provided that the board, with the appro~al of the 
President, was authorized to have constructed and equipped 
in American shipyards and navy yards or elsewhere, giving 
preference, other things considered, to domestic yards, or to 
purchase, lease, or charter vessels suitable, as far as the com
mercial requirements of the marine trade of the United States 
might permit, for us~ a.s naval auxiliaries or military pui·
poses, and to make necessary repairs and alterations of such 
vessels, provided that neither the board nor any corporation 
formed under section 11, in which the United States· should be 
a stockholder, should purchase, lease, or charter any vessel-

( a) Which was then engaged 1n the foreign or domestic 
commerce of the United States, unless about to be withdrawn 
from such commerce without any intention on the part of the 
owner to r~turn it thereto within a reasonable time. 

(b) Which was under the registry or flag of a foreign coun· 
try then engaged in war. 

( c) Which was not adapted or could not by reasonable altera
tions and repail's be adapted to the purposes of this section. 

( d) Which upon expert e:x:amination made under the direc
tion of the board, a written report of such examination being 
filed as a public record, was not ~thout alteration or repair 
found to be at least 75 per cent as efficient as at the time it was 
originally put in commission as a seaworthy vessel. 

Section 6 provided that the President might transfer, either 
permanently or for limited periods, to the board such vessels 
belonging to the War or Navy Department as were suitable 
for commercial uses and not required for military or naval use 
1n time of peace and cause to be transferred to the board ves
sels owned by th_e Panama Railroad Co. and not required in its 
business. 

Section 7, which was repealed by' the act of 1920, provided 
that the board, upon terms and conditions prescribed by it 
and approved by th~ President, might charter, lease, or sell to 
any person, a citizen of the United States, any vessels so pur
chased, constructed, or transferred, 

Section 8, which was repealed by the act of 1920, provided 
that when any vessel purchased or constructed by or trans· 
!erred to the board and owned by the United States became in 
the opinion of the board unfit for the purposes of this act 1t 
Should be appraised and sold at public or private competitive 
sale, after due advertisement, free from the conditions and re· 
strictions of this act. 

Section 9 provided that any vessel purchased, chartered, or 
leased from the board by persons who were citizens of the 
United States might be registered or enrolled and licensed., or 
both registered and enrolled and licensed, as a vessel of the 
United States and entitled to the benefits and privileges apper
taining thereto: Pro'V"ided, That foreign-built vessels admitted 
to American registry or enrollment and license under this act 
and vessels owned by any corporation in which the United 
States was a stockholder and vessels sold, leased, or chartered 
by the board to any person a citizen of the United States, as 
provided in this act, might engage in the coastwise ti·ade of the 
United States; that each vessel purchased, chartered, or leased 
from the board should, unless otherwise authorized by the 
board, be opetated only ttnder such registry, enrollment, and 
license; that such ves els while employed solely as merchant 
vessels should be subject to all laws, regulations, and liabilities 
governing merchant vessels, whether the United States should 
be interested as owner, in whole or in part, or hold any mort
gage, lien, or other interest therein; that no such '1essel, with
out the approval of the board, should be transferred to a 
foreign registry or flag; nor, except under regulations prescribed 
by the boa1·d, be chartered or leased; that when the United 
States was at war, or dm·ing any national emergency the exist
ence of which should be declared by proclamation of the 
President, no vessel registered or enrolled and licensed under 
the laws of the United States should without the approval ot 
the board be sold, leased, or chartered to any person not a 
citizen of the United States or transferred to a foreign registry 
or flag; that no vessel registered or enrolled and licensed under 
the laws of the United States,-0r owned by any person a citizen 
01' the United States, except one which the board was prohibited 
from purchasing, should be sold to any person not a citizen 
of the United States or transferred to a foreign registry or 
flag unless such vessel should be first tendered to the board 
at the price in good faith offered by others, or, if no such offer, 
at a fair :price to be determined as provided in section 10; 
that any vessel sold, chartered, leased, transferred, or operated 
in violation of this section should be forfeited to the United 
States and anyone violating the section deemed guilty of mis
demeanor and subject to a fine of not more than $5,000 or to im
prisonment of not more than five years, or both such fine and 
l.mprisonment. · 

Section 10 provided for the taking of vessels purchased, 
leased, or chartered from the board by the President for mili
tary or naval purposes and defined the method of compen. a
tioti. 

Section 11 pro'Vided that t.he board, if in its judgment such 
action was necessary to carry out the purposes of this act, 
might form under the laws of the District of Columbia one or 
more corporations for the purchase, construction, equipment, 
lease, charter, maintenance, and operation of merchant vessels 
in the commerce of the United States; that the total capital 
stock thereof should not exceed $50,000,000; that the board 
might, for and on behalf of the United States, subscribe to, 
purchase, and vote not less tlian a majority of the capital stock 
of any such corporation, and do all other things in regard 
thereto necessary to protect the interests of the United States 
a.nd to· carry out the purposes of this act; that the boa1·d, with 
the approval of the President, might sell any or all of the 
stock of the United States in such corporation but at no time 
should be a minority stockholder: Provided, That no corpora
tion in which the United States was a stockholder, formed 
under the authority of this section, should engage in the 
operation of any vessel constructed, purchased, leased, chnr
tered, or transferred under the authority of this act unless the 
board should be unable, after a bona fide effort, to contract 
with any person, a citizen of the Unit~d States, for the pur
chase, lease, or charter of such vessels under such terms a.nd 
.conditions as might be prescribed by the board; that the 
offer of vessels to private capital E!hould be th1·ough public 
competition and that the consent of the President .':lhould be 
essential to their operation by the corporation ; that the life 
of any corporation formed under this section should be limited 

' 
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to five rears after the close of the European war, its vessels 
and property reverting to the board; that the board mlght 
sell, lease, or charter such vessels as provided in section 7 
and should dispose of· property other than vessels on best 
available terms, depositing net proceeds, after payment of 
debts and obligations, in the Treasury to the board's credit. 

Section 12 provided that the board should investigate the 
relative co·st of building and operating merchant vessels here 
and abroad, rules of construction and classification, marine in
surance with a view to an American system of substantial 
benefit to an American merchant marine, navigation laws with 
a view to amendment by Congress, vessel mortgages with a 
view to the improvement of security, and should on or before 
the 1st day of each December make a report to Congress in
cluding its recommendations, results of investigations, sum
mary of its transactions, statement of expenditures and re
ceipts, operations of any corporation formed under the act, 
and na mes and compensation of all persons employed by board. 

Section 13 provided that Panama Canal bonds to the extent 
of $50,000,000 already authorized might be issued to aid the 
board in carrying out sections 5 and 11, that the proceeds of 
said bonds and net proceeds of all sales, charters, and leases 
of vessels and sales of stock by the board and all other moneys 
received by it from any source should be covered into the 
Treasury to the board's credit, and were thereby permanently 
appropriated for the purpose of carrying out sections 5 and 11. 

Section 14 prohibited any common carrier by water from giv
ing rebates to shippers, using what are known as "fighting 
ships "-namely, ships used for the purpose of excluding, pre
venting, or reducing corr.rpetition by driving another carrier out 
of the trade; also prohibited retaliations and discriminations 
against shippers, and so forth, under penalty of a fine not 
exceeding $25,000 for each offense. 

Section 14a provided that the board might on its own initia
tive, or on complaint, after due notice and hearing, det~rmine 
whether any person not a citizen of the United States and en
gaged in transporting property or passengers by water has vio
lated section. 14 or entered into agreements prejudicial to Amer
ican carriers, and on finding against such person may deny his 
ships entry to United States ports, and so forth. 

Section 15 required memoranda of all agreements between 
carriers by water relating to rates, fares, pools, traffic divisions 
anll arrangements, understandings, conferences, and so forth, 
to be filed with the board, which was authorized to disapproYe, 
cancel, or modify any agreement, or any modification or cancel
lation thereof, whether or not pr~viously approved by it, that 
it found to be unjustly discriminatory or unfair as between car
riers, shippers, exporters, importers, or ports, or between ex
porters from the United States and their foreign competitors, 
or to operate to the detriment of the commerce of the United 
States, or to be in violation of this act, the board being required 
to approve all other agreements, modifications. or cancellations. 
This section provided further that agreements existing at the 
time of tbe organization of the board should be lawful until 
di approved by the board; that agreements made after the 
organization of the board should be lawful only when and as 
long as approved by the board ; that agreements approved by 
the board should not be subject to the antitrust laws. 

Section 16 prohibiteu carriers by water from giving undue 
shipping preferences and ad'\"antages to persons or localities, 
forbade the use of unfair means and devices to obtain lower 
rates, and so forth, and the attempt to secure marine insurance 
advantages over competitors. 

Section 17 prohibits common carriers by water in foreign 
commerce from charging discriminatory rates or rates preju
dicial to American exporters, and requires them and all other 
persons subject to this act to observe reasonable practices in 
receiving, handling, storing, and delivering freight. 

Section 18 provided that common carrie rs b:v water in inter
state commerce must ob 'N'Ve ju t and reasonable classifications, 
rate , fares, practices, and so forth; that tbeir maximum rates. 
fares, and so forth, must be filed with the board and kept open 
to the public, and that no higher rates than those published 
shoulll be charged; that the board may, if it finds published rates, 
and so forth. unjust or unreasonable, prescribe reasonable maxi
mum rates, classifications, and so forth. 

ection 19 provided that when a common carrier by water in 
inter tate commerce reduced rates below a fair and unre
muneratlve ba ·is with intent to injure a competitor it should 
not increase such rates unless after hearing the board found 
that su~h proposed increase rested on changed conditions other 
than the elimination of said competition. 

Section 20 prohibits the disclosurn by carriers of information 
relating to property transporteu which might be detrimental to 
shipper or con~ ignee, and so forth. 

Section 21 authorizes the board to require periodl~al or spe· 
cial reports, filing of rates, charges, memoranda, and so forth, 
at any time by any carrier or otber person subject to this act 
relating to transactions within the jurisdiction of the board. 

Sections 22, 23, 24, and 25 authorize the board on its own 
motion or on complaint by any person to investigate violations 
of this act and award reparations, render decisions, and so 
forth, subject to review by courts of competent jurisdiction. 

Section 26 provided that the board should have power, aml 
that it should be its duty whenever complaint should be made 
to it, to investigate the action of any foreign government with 
respect to the privileges afforded and burdens imposed on ves· 
sels of the United States engaged in foreign trade whenever 
it should appear that the laws, regulations, or practices of any 
foreign government operated in such manner that vessels of 
the United States were not accorded equal privileges in foreign 
trade with vessels of such foreign countries or vessels of other 
foreign countrie ·, either in trade to or from the ports of such 
foreign country or in respect of the passage or transportation 
through such foreign country of passengers or goods intended 
for shipment or transportation in such vessels of the United 
States, either to or from ports of such foreign country or to or 
from ports of other foreign countries; that it should be the 
duty of the boarll to report the results of its investigation to 
tbe President with its recommendations, and tbat the President 
was authorized and empowered to secure by diplomatic action 
equal privileges for vessels of the United States engaged in 
such foreign trade; that if the President should be unable by 
such diplomatic action to secure such equal privileges he should 
advise Congress as to the facts and his conclusions by a special 
message, if he deemed such a step important in the public 
intere ·t, in order that proper action might be taken thereon. 

Sections 27, 28, 29, 30, and 31 provided the boarcl "ith the 
power to subpcena witnesses, administer oaths, examine wit
nesses, and so forth, and provided also for the enforcement and 
review of the board's orders and decisions by the courts. 

Section 33 provided that this act should not be construed to 
affect the power of the Interstate Commerce Commission nor to 
confer on the board concurrent power or jurisdiction over any 
matter within the jurisdiction or power of such commission, 
nor to apply to intrastate commerce. 

• 'ection 3-! provitled that if any part of this act should be 
held unconstitutional the other parts should not be affected. 

Section 35 ~ppropriated $100,000 to defray the expense of 
establil'lhing and maintaining the board for the fiscal year ended 
June 30, 1917, including payment of salaries. 

Section 36 authori.zed the Sec1;etary of the Treasury. to refuse 
clearance to any vessel or other vehicle laden with merchandise 
destinetl for a foreign or domestic port whenever he should have 
satisfactory reason to believe that the master, owner, or other 
officer of such vessel or other vehicle refu&-ed or declined to ac
cept or receive freight or cargo in good condition tendered for 
such port of destination or for some intermediate port of call, 
together with the prope1· freight or transportation charges there
for, by any citizen of the United States, unless the same was 
fully laden and had no space accommodations for the freight or 
cargo so tendered, due regard being had for the proper loading 
of such vessel or vehicle, or unless such freight or cargo con
sisted of merchandise for which such Yessel or vehicle was not 
adaptable. 

Sections 37 to 4-!, comprising the remainder of the act, were 
added by the shipping act of 1918 to establish prohibitions and · 
restrictions on foreign interests in vessels under American juris
diction during war or any national emergency proclaimed by 
the President. 

I have· set forth the shipping act of 1916 in considerable de
tail because a knowledge of its provisions is essential to a 
clear understanding of the history of our present merchant 
marine. 

Under authority of this act-the act of 1916----.President Wil· 
son on December 22, 1916. nominated as commissioners of the 
Shipping Board l\lessrs. William Denman, of California; Ber
nard N. Baker, of Maryland; John A. Donald, of New York; 
John B. White, of l\lissouri; and Theodore Brent. of Louisiana. 
The Senate confirmed Messrs. Denman, Baker, White, and Brent 
on January 19 1917, and John A. Donald on January 23, 1917. 
The President accepted the resignation of Commissioner Baker 
on January 26, 1917, and the board was formally organized 
with ~fr. Denman as its first chairman on January 30, 1917. 
Raymond B. Stevens, of New HampsWre, was nominated on 
l\Iarch 12, 1917, as commissioner to succeed Baker, and the ap
pointment was confirmed on March 15, 1917. The resignations 
of Commissioners Denman and White were accepted on July 24, 
1917. On the same day the Pre ident nominated as their suc
cessors Edward N. Hurley, of Illinois, and Bainbridge Colby, of 

---
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New York, these nominations being confirmed on July l5 and job 1n a year. New and better standards of employment were 
August 8, 1917, respectively. Commissioner Brent's resignation created. The heads of the international labor unions aided the 
was accepted on July 26, 1917, and Charles R. Page, of Cali- corporation in establishing a system of industrial education. At 
fornia, was nominated in his place on September 29, 1917, his Newport was established an instructor training center, to which 
confirmation following on October 3, 1917. from 'i5- to 150 skilled mechanics were sent frnm selected yards 

The board elected Commissioner Hurley as chairman and for six-weeks' courses in the art of training recruits. The hous-
Commissioner Stevens as vice chairman on July 27, 1917. ing of workmen in the new yards was another problem which 

The board since its organization had taken on a dual status. the corporation had to meet. 
It was organized under the act of 1916 to promote in time of As the steel vessels requisitioned on Augu~t 3, 1917, were 
peace an American merchant marine and to regulate foreign completed the title was retained in the United States with 
and domestic shipping. It was given by subsequent legisla- the purpose of diverting them or an equivalent tonnage to the 
tion emergency powers to meet the shipping problems of the allied service. The owners were given opportunity to resume 
war, the board acting in this regard solely as the agent of the title provided they would yield to the board the use of the ves
Presi<lent. sels for the war and six months thereafter at rate of requl-

The board's war powers were exercised mainly through the sition, the board to be reimbursed by them for expenditures 
United States Shipping Board Emergency Fleet Corporation, a in securing completion and all claims a1ising out of the process 
corporation authorized by the act of 1916. This corporation of requisition to be waived. This arrangement meant a ub
was organized under the laws of the District of Columbia, stantial reduction in the cost of the ship-.construction pro· 
under authority of the act of 1916, with a capital of $50,000,000 gram and easier conditions for owners. 
on April 16, 1917, and was charged by the board with the car- By Executive order .following emergency shipping legi.sla
:rying out of the board's construction program. The war tion by Congress the board was empowered to requisition ships 
powers for construction of vessels conferred on the President already completed, and to operate, manage, and dispose of 
by the urgent deficiencies appropriation act of June 15, 1917, vessels requisitioned or otherwfse obtained, and by the same 
were delegated to the corporation by Executive order and the order the board was authorized in its discretion to do these 
funds provided by that act for vessel construction were as- things through the Emergency Fleet Corporation. Accordingly, 
signed to it. the board assigned to the division of operations of the Emer-

The Emergency F1eet Corporation, with all its stock held gency Fleet Corporation the function Of operating ships and 
by the Government, except that owned by qualifying trustees, carrying out the requisition program, subject to the direction 
began one of the greatest construction projects ever essayed and supervision of the board. 
by mortals. Within six months it framed an organization of Under this arrangement vessels, unless engaged in govern
more than 1,000 employees, including a large number of tech- mental service, were handled as merchant vessels, were operated 
nical experts who gave up more lucrative positions to assist subject to navigation laws, to the jurisdiction of the Admiralty 
in this notable project. ·within six or seven months it was courts, and, so far as their crews were concerned, to the compal
supervising from 16 offices, and in 116 shipyards the construe- sory seamen's insurance law. Otherwise much of the Admiralty 
tion of over 1,000 vessels, disbursing funds for this construe- litigation would have gone to the Court of Claims, and persons 
tion at the rate of. more than a billion dollars per annum, and suffering from -collisions or similar injuries over which that 
handling virtually all the shipbuilding of the country. Its court was without jurisdiction would have been without remedy. 
program called for the completion jn 1918 of eight times as The first offi-cers of the corporation were Edward N. Hurley, 
much tonnage as had been delivered in this country in 1916. president· John A. Donald, vice president; Charles Plez, vice 
The corporation faced the necessity of building new yards as 1 president'. Raymond B. Stevens, treasurer; Lester Sisler, secre. 
well as ships, because existing yards were being used by tary; the' trustees being Edward N. Hurley, John A. Donald, 
American shipbuilders when we entered the war in building Raymond B. Stevens, Bainbridge Colby, Charles R. Page, Charles 
vessels for foreign account, mainly British and Norwegian. Plez

1 
and Admiral W. L. Capps. It will be seen that the Emer

To meet the new and urgent demand it was arranged to build gency Fleet Corporation was, in effect, the board in the legal 
mainly in new yards large numbers of wooden ships, as it was dress of a private corporation. 
found that this could be done without retarding the program It was one of the war duties of the board to take vessels for 
for steel ships. Difficult!~ were had in procuring pr?per military purposes, and this it endeavord to perform with the 
lumber but these were overcome. Designs were standardized least possible disturbance and loss to merchant shipping. It was 
for the steel ships. To secure unified control of shipyards realized that transportation facilities bad to be preserved for 
and expedite construction the Emergency Fleet Corporation raw materials essential to military supplies, nitrates for fer
requisitioned on Augugt 3, 1917, under presidential order of tllizer products, that coal was needed by war industries on the 
July 11, 1917, following an act of Congress, all steel ships then Atlantic coast and had to be carried by water on account of the 
being built in this country of over 2,500 tons dead weight. Four congestion of rail traffic. The reason for the power to requi i
hundred and thirteen steel ships were thus taken over whose ton- tion ships-on payment of just compensation-delegated by 
nage when finished amounted to 2,937,808. Thirty-three of these, Congress to the President and by the President to the board, was 
with a total tonnage of 257,575, had been finished at the end of found in the rapid rise of charter and freight rates at the time 
October, 1917, the rest having an estimate of completion in 18 we entered the war. Cargo steamers had time-charter rates in 
months. Methods of compensating shipbuilders had been the spring of 1914 of about $1 per dead-weight ton per month. 
a.greed upon and negotiations were in progress with former These rose to $13.88 in the summer of 1917 in trades outside the 
owners as to their compensation. On October 31, 1917, 375 war zone, to $20 and $21 inside the war zone, the charterer tak
wooden ships, with a tonnage of 1,330,900, were under contract lng the war risk. The time-charter rates for tankers rose from 
for construction; 305 steel ships, with a tonnage of 2,283,000; $1.70 and $2.40 in 1914 to $12.50 in 1917. A greater rise was seen 
58 composite ships, with a tonnage of 207,000. Adding the steel in freight rates because they included war i·isk, while in the case 
ships requisitioned as described above we had under way on of charter rates this risk was taken by the charterer. Ocean 
October 31, 1917, in little more than six months after the organi- freight rates on cotton from Savannah to Liverpool rose from 
zation of the Emergency Fleet Corporation, ·1,101 vessels of all 35 cents per 100 pounds in 1914 to $6 in 1917; from Savannah 
kinds, with a total tonnage of 6,758,708. to Genoa, from 55 cents to $10; with correspondingly higher 

Contracts were being negotiated for 199 additional steel rates from Gulf points to these places. On petroleum from New. 
ships with a total dead-weight tonnage of 1,100,000. Funds York to Liverpool rates rose from $4 per ton in 1914 to $50 in 
appropriated or authorized at that time amounted to $1,319,- 1917, including war risk; on grain from 50 cents per qu~rter to 
000,000. This meant roughly an average cost of about $190 $5.50. Larger costs of operation had come about. Special war 
a ton, a cost far less than would have been incurred under bonuses were paid officers and crews of private vessels on ac
ordinary competitive conditions in that time of general inflation, count of the increased hazard. The war hazard also increased 
due to the war. Indeed, ships were selling in private trade at the cost of capital and lnsurance. War conditions caused also 
$300 a ton and over. More difficult, however, th .. n the placing of au advance in the cost of bunker fuel and supplie~. But, giving 
construction contracts and the disbursement of funds was the due account to all these elements, charter and freight rates rose 
assembling, keeping, and training of the vast number of needed out of all proportion to them. These rates, representing an in
workers. Here the Emergency Fleet Corporation bad the assist- ordinate earning power, caused the market value of ships to risE:l 
ance of the Labor Department. The corporation established an from $60 and $80 per ton before the war to $300 and over in the 
industrial service department of its own, and this department, fall of 1917. The board in preparing to requisition ships decided 
with the cooperation of the Department of Labor, established that these inflated costs .and prices, due .to war conditions, ~id 
shipbuilding recruiting centers and soon developed an effective not represent a fair basis of compensation. After careful lll
system of securing men for the shipbuilding service. A weekly vestigation, they fixed a scale o~ requisition rates .decidedly lower 
man-power audit of each shipyard was devised which did much th~. market rates and refiectmg ~vhat they be~1eyed to be the 
to end the practice of employing from two to six men for each legitimate development of values smce the open.mg of the war. 
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The board has been frequently charged with all sorts of in
efficiency, and for that reason I am going into its tr~nsactions in 
detail, in order to show that during the war and after the war 
they were marked by the highest efficiency and by unusuall~ ac
curate judgment~ To prevent unrequisitioned tonnage and rates 
connected therewith from soaring to still higher prices and to 
secure the proper mobilization of all our economic resources. 8? 
essential to our full part in the war, the board decided to reqms1-
tion, under authority delegated it by Congress through the Presi
dent, all power-driven steel cargo vessels of 2,500 tons dead 
weight or over and all passenger vessels of 2,500 gross tons or 
over in our ocean service; to permit them to continue in opera
tion largely by their for mer companies, all receipts to be held for 
Government account, and the owning companies to be credited 
with the rate allowed by the board; to maintaL control over all 
these vessels as to voyages, cargoes, rates, and safeguards in war 
zones ; ·to secure in this way unified control over all shipping, 
so that war needs might be given proper priority, and protec
tion of the nations at war with Germany against oppressive 
and destructive transportation rates. Aside from the requisi
tioning power, the board was without jurisdiction over rates in 
foreign trade or over interstate ocean carriage rates, unless the 
vessels were commoij. carriers and were running on regular 
routes. In fixing rates for requisitioned vessels left in the com
mercial service or assigned to foreign governments the board 
was careful to see that reductions inured to the benefit of the 
shipper, and were not ~sed as instruments of favoritism. 

The training of officers. engineers, and crews for the new 
ships was another task of formidable proportions. A recruiting 
service for this purpose was established. on June 1, 1917, with 
offices at Boston. The school-ship system of training deck 
officers did not work fast enough. It was deeided to establish 
special navigation schools, supervised by the recruiting service, 
where men already experienced in seamanship might be in-_ 
teni;:ively trained. Fifteen thousand men applied for training 
as officers in five months, only those qualifying by experience as 
seamen being accepted. The recruiting service established 27 
navigation schools in June, July, and August of 1917, dividing 
the country into seven sections, following roughly the divisions 
of the United States Steamboat Inspection Service. This in
spection service furnished inspectors to examine candidates for 
the schools. The schools were also aided by local advisory 
committees, composed of mayors, school superintendents, col
lectors of customs, and so forth, while shipping interests helped 
also as opportunity offered. The teaching force comprised 
teachers from scientific and technical schools, as well as ex
perienced sea captains. Following the rules of the Steamboat 
Inspection Service, requiring two years' sea experience for 
Ucensed deck officers, a similar period was fixed for admission 
to these officer schools. 

For the training of engineers courses were given at the in
stance of the board by the Massachusetts Institute of Technol
ogy. Stevens Institute of Technology, Johns Hopkins University, 
Tulane University, University of Washington (Seattle), Armour 
Institute of Technology, Case School of Applied Science, and o:a 
the steamer John Wea-t;er at Philadelphia. 

A sea-service bureau was established to put these men both 
on private and Shipping Board ships. From June 1 to October 
31, 1917, there were 604 graduates from the navigation schools 
for deck officers, 416 from the engineering schools. 

A large number of ships recently built were taken from 
the Great Lakes, among them 21 steel steamers for war 
service. Sixteen of these steamers were too long for the locks_ 
Tl1ey were cut in two, brought down in parts, and 12 of them 
rea sembled while still afloat, a feat without precedent. 

Another task before the board was the administration of 
section 9 of the shipping act of 1916, providing tllat before 
vessels owned by citizens of the United States or documented 
under United States laws could be transferred to lJ. foreign 
owner or flag application should be made to the board and its 
con ent obtained. The board was thus vested with what was 
mainly a war power, the object being to secure proper control 
of tonnage for war needs. In exercising it the board had to 
lce€p in view present and future military and naval require
ments, transportatioR requirements for foodstuffs and products 
essential to production of munitions and military supplies, and 
renuirements of private trade. 

'l'be board was also vested by an act of Congress approved 
October 6, 1917, with power to suspend the law excluding 
foreign-built vessels and vessels of foreign con$;ruction from 
coastwise trade, the act to expire 120 days after the close of 
the war. The purpose of this act was to economize .tonnage 
aml to replace c.oastwise tonnage diverted for war uses. The 
bonrd was given complete conti·ol of the coastwise trade, its 
permits being necessary for all operations therein. 

A further measure by tlrn board to carry out the control of 
the shipping situation vested in it by Congress was the creation 
of a chartering committee which, assisted by the War Trade 
Board, handled the issuance of charters for neutral ships, of 
American steamers of less than 2,500 ton , and of sailing ships 
of all sizes carrying cargo from United States ports to foreigu 
ports, the main objects in view being the inducement of neu
tral ships to carry a fair share of the trans-Atlantic trade anrl 
to reduce the high charter rates prevailing in trans-Atlantic, 
South American, and· oriental trades. 

Another task assigned the board by presidential direction 
was to repair and make ready for service the 91 ships of 
German registry, with a total tonnage of 594,696, which had 
been interned in American ports when we entered the war. 
Then . Congress authorized the President to take possession of 
and title to all vessels within the jurisdiction of the United 
States under enemy owl).ership or registry at the time of com
ing within ~uch jurisdiction, and to operate, lease, charter, 
and equip them for United States service or commerce. This 
authority the President delegated to the board, and the board 
formally assumed possession of them. The resolution confer
ring this authority was based on the power of Congress under 
the Constitution to cause the forfeiture of enemy property in 
port at the commencement of war. It did not provide, there
fore, for compensation to enemy owners, but did provide for 
the appraisal by a board of survey, whose findings should be 
competent evidence in all proceedings on claims for compensa
tion. There were claims of valid natuxe to be considered in 
connection with these vessels, such as maritime liens for sup
plies, for advances, wages of crews, mortgages to American 
banks taken prior to our entry into the war, alleged sales to 
American citizens or companies, and so forth. 

The board, finding itself without power to control the move
ments of unrequisitioned ships, requested the cooperation o:t 
tbe Bureau of War Risk Insurance and War Trade Board in 
enforcing protective measures for ships in war zones. The re
sult was that a higher premium was charged by the Bureau of 
War Risk Insurance for vessels not obeying the rules of the 
board's ship-protection committee and the Naval Consulting 
Board, and a denial of licenses by the War Trade Board to ves
sels of a type ml:!.king especially hazardous their presence in the. 
submarine zones. Sailing vessels were excluded from waters in
fested by submarines, but were allowed to carry cargoes in 
the coastwise and South American trades, thereby taking the 
place of steamers transferred for trans-Atlantic business. 

In order to avert a threatened fuel shortage in the New 
England States, the board organized owners and operators of 
all tugs and barges in the New England coal trade into the 
New England Coal Barge and Towers' Association in the fall 
of 1917, with a supervisor appointed by and accountable to the 
Emergency Fleet Corporation. In this way the movement of 
tows was expedited and ma~im.um efficiency in operation 
secured. 

The board made careful arrangements to carry out the regu
lation of rates and practices as conte'mplated by the shipping 
act of 1916 as soon as normal traffic conditions should be re
stored. This function applied to water carriers in both for
eign and interstate commerce. The former did not include 
ferryboats on regular routes or cargo carriers known as ocean 
tramps. The latter did not include carriers on irregular routes, 
intrastate lines, or carriers running only in inland waters. 
Carriers transporting only proprietary traffic were also ex
empted from regulation under this part of the act of 1916. 

Inquiries from the board addressed to 800 water lines in order 
to ascertain the number within its regulatory jurisdiction men
tioned in traffic publications elicited 654 replies, showing their 
status as of June 1, 1917, to be as follqws: Lipes dissolved or 
with operations discontinu~, 91; operated exclusively intra
state or between ports of foreign countries, 97; operated ex
clusively on inland lakes and rivers of United States, 64; en
gaged in towage, lighterage, or ferriage serviCe, 37; operating 
on irregular routes, interstate traffic, 107; operating as ocean 
tramps, foreign traffic, 18; engaged exclusively in proprietary 
or noncarrier service, 73 ; subject to exclusive jurisdiction of 
Interstate Commerce Commission, 13; engaged in regular serv
ice on Chesapeake Bay and Delaware Bay, 4; engaged in inter
state commerce within purview of shipping act of 1916, 67; en
gaged in foreign commerce within purview of shipping act of 
1916, 83. The number of vessels in the last two categories 
were diminished by a changed status of several due to transfer 
by Government requisition or voluntary alienation. The 
status of some of the other carriers was dependent on a final 
decision by the courts as to whether Long Island Sound, Chesa
peake Bay, Delaware Bay, and like estuarial waters were 
high seas within the meaning of the act of 1916. 
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Mr. FLETCHER. Mr. President, may I interrupt the Sena- under the laws of the District of Columbia for the purchase, 
tor? construction, equipment, lease, charter, maintenance, and opera-

The PRESIDING OFFICER (Mr. NICHOLSON in the chair). tion of merchant vessels in the commerce of the United States, 
Does the Senator from Texas yield to the Senator from Florida? the board, in behalf of the United States, alwajs to have a ma

Mr. SHEPPARD. I yield. jority of the capital stock of any such corporation. It provided 
:Mr. FLETCHER. I wish to inquire upon what date was further that no •essel should be operated by any such corpora-

established the status given by the Senator? tion until every legitimate effort had been made to secure opera-
Mr. SHEPPARD. June 1, 1917. tion by private parties on such terms and conditions as the board 
It is apparent that a negative decision would reduce the might prescribe. It provided also that the board might charter, 

number of interstate water carriers subject to the board's lease, or sell ships to private parties. The war involved us be
jurisdiction at that time to less than 70. fore this plan had anything like a substantial trial. Tlle urgent 

Certain difficulties existed in the fall of 1917 in the matter of deficiencies act of June 15, 1917, gave the President practicn1ly 
jurisdiction over rates and practices due to provisions in the unlimited authority to requisition, construct, and operate ships 
interstate commerce act, as amended by the Panama Canal in any way he might see fit, the only practical limit being the 
act of 1912, placing certain water lines owned by rail carriers appropriations accorded him for these purposes, and authorizecl 
under exclusive control of the Interstate Commerce Commis- him to exercise these powers through such agency or agencies 
sion. For example, the Morgan Steamship Line, owned by the as he might from time to time select, providing, further, that 
Southern Pacific Railroad Co., was subject to exclusive regu- all ships constructed, purchased, or requisitioned under the act 
Iation by the commission. The Clyde and Mallory Steamship of June 15, 1917, or theretofore or thereafter acquired by the 
Lines, competitors with the Morgan Line, were not owned by United States, should be managed, operated, and disposed of as 
rail carriers and were subject to the board for regulation of port- the President might direct. 
to-port rates, practices, and so forth, and were amenable to the The President, by Executive order of July 11, 1917, clele
commission only as to through rail and water business. Again, gated directly to the Emergency Fleet Corporation all his au
the board had no control over a carrier operating only in inland thority relating to the construction of •essels. He delegated 
waters, but bad control over any competing carrier operating to the Shipping Board his power to acquire vessels already 
between same ports and to any extent on high seas or Great constructed and to operate, manage, and dispose of all ves
Lakes. Again, the board had control of a regular line operat- sels theretofore or thereafter acquired by the United States. 
ing, say, between Duluth and Buffalo, but not of a so-called During the war period the board and the · corporation based 
"wild " or irregular cari·ier available for service between the most of their actiYities on these delegations of authority from 
same ports. the President and acted as his direct representatives. By 

The shipping act of 1916 empowered the board to prescribe virtue of this war authority they directed the operation of 
just and reasonable rates, regulations, and practices for water I practically our whole merchant marine during the war period 
carriers in interstate commerce, but not in foreign commerce . . as a Government enterprise. They dealt with constantly chang
As to the latter the board could only see that rates charged by ing conditions. necessitating constantly changing policies. The 
water carriers were applied without discrimination. Nor were board found its duties dividing into three principal p11ases: 
foreign carriers required to file tariffs with the board. Moreover, (1) Acquisition of wssels, (2) operation of vessels, (3) regula
these regulations were subject to the board's correction only in tion of shipping and shipbuilding. The first included construc
so far as they related to or were connected with the receiving, tion of vessels by the Emergency Fleet Corporation for the 
handling, storing, or delivering of property. The act of 1916 board, requisition of American vessels built at home or abroad, 
required water carriers in interstate commerce to file with the commandeering, purchase, or chartering of vessels at home or 
board and keep for public inspection in form and manner pre- abroad, seizure of German and Austrian interned vessels, 
scribed by the board tariffs showing maximum rates, fares, requisitioning of Dutch vessels. These proceedings involved 
and charges, and were forbidden to demand, charge, or collect many complicated questions of Jaw and policy. The second in
rates greater than those published, except with the board's eluded operation of vessels through the Division of Operations 
approval and after 10 days' notice, unless for good ~ause the of the Emergency Fleet Corporation, assignment of Shipping 
uoard waived such notice. Accordingly the board issued for Board vessels to other governmental agencies, to governments 
consideration soon after its organization tariff regulations and associated with us in the war, and to private operating con
furnished copies to all water carriers in inters.tate commerce. cerns-control of clrnrtE>rs of nonrequisitioned American ves-

The formal docket of the board showed two complaints to sels, and of neutral vessels-manning, supplying, and repairing 
J1a•e been filed by October 31, 1917, to wit, that of Eastern •essels, reconstructing vessels for war service, salvage, and so 
8hore of Virginia Produce Exchange against Baltimore, Chesa- forth. 
11eake & Atlantic Railway Co. on account of alleged unjust rates The third phase embraced the regulation of interstate and 
on potatoes in barrels from river points in Northampton and foreign freight rates and discriminations. of wages, hours, and 
Accomac Counties, Va., to Baltimore, and that of A. George conditions of labor for officers and seamen, for employees in 
Schulz Co. against Chicago, Racine & Milwaukee Steamers on ports and water fronts, and in shipbuilding, exclusion of cer
account of alleged unjust rates on paper boxes from Milwaukee tain vessels from war zones, regulation of sale of vessels, of 
to Chicago. . transfer of American vessels to foreign registry, of construc-

By November 1, 1918, the Shipping Board, though the Erner- tion of vessels for private and foreign account, of admission 
gency Fleet Corporation, delivered nearly 500 completed ships, of foreign •essels to American coastwise trade, and encourage
which it bad wholly or partly constructed, with a dead-weight ment of American citizens to bring foreign vessels under Ameri
tonnage of nearly 3,000,000, an average of about one a day can registry. In addition to all the functions above named the 
from the enactment of the urgent deficiency appropriation law Shipping Board worked out in connection with the War Trade 
of June 15, 1917, conferring summary shipbuilding powers on. Board import restrictions to secure tonnage for war purpo es. 
the President, which he later delegated to tJ1e board. By No- It established a port ·and harbor facilities commission to 
yember 1, 1918, the board had launched 747 hulls, with a dead- study improvement of port and terminal facilities, to aid the 
weight tonnage of over 4,000,000, and had laid 1,479 keels for board in obtaining bunkering facilities, in arranging for the 
ships, with a dead-weight tonnage of 7,742,230. Never before construction of dry docks and repair yards and in coordinating 
in human history had such an achievement been duplicated or maritime with land transporta.tion. 
imagineu. In the accomplishment of this result and tl1e per- Besides the urgent deficiencies act of June 15, 1917, there 
formance of other responsibilities the activities of the board were other w.ar measures conferring still further functions and 
multiplied tremendously throughout the epic year of 1918. The tasks upon the board. Under the espionage act, which also 
personnel of the board remained during that year without became Jaw on June 15, 1917, the board cooperated with the 
change from what it was in October, 1917-Hurley, Stevens, Treasury Department and the War Trade Board in preventing 
Donald, Colby, Page. The personnel of the management of the injury to vessels in foreign commerce, in enforcing neutrality 
Fleet Corporation will be referred _ to later. · through withholding of clearance papers, requiring pledges of 

As we ha•e seen, the war activities of the board were based certain behavior, inspecting vessels, their equipment, antl so 
mainly on the urgent deficiencies act of June 15, 1917, and not forth, and in protecting our commerce from interference, and so 
on the original shipping act of 1916. The act of 1916 did not con- forth. Under the enemy trading act of October 6, 1917, the Ship
template Government operation of ships as an ordinary thing. It ping Board cooperated with the War Trade Board in a program 
gave the ooard, as heretofore stated, power to regulate shipping of import restPictions, tonnage conservation, and importation of 
and, with the President's approval, to have constructed and essentials. Under an act of l\:larch 1, 1918, the Fleet Corporation 
equipped or to purchase, lease, or charter vessels suitable for was empowered to purchase, lease, requisitio-i, or condemn land 
merchant marine and naval auxiliary or other naval or military and houses for its employees, construct, sell, lease, or exchange 
purposes; or, if it should deem the step necessary to the develop- such houses, and to make Joans to persons and corporations 
ment of a merchant marine, to form one or more corporations for the protection of housing facilities. To secure these ac-
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con modations the Fleet Col·poration established a passenger pensate the owners in accordance with international law. 
trru~portatiou and housing division. By October 1, 1918, Under this proclamation the NaT'J Department took over 87 
projects were under way for housing at 25 shipyards and one Dutch vessels, of 533, 746 dead-weight tonnage, in various ports 
turbine plnnt about 28,190 shipworkers and, in most instances, of the United States, including Porto Rican and Philippine 
their families, the expense averaging about $400 per person, ports. The prepai·ation of these vessels for our service was 
counting th·e to a family. The total cost for these projects con- in itself a project of colossal proportions. They were in need 
tracted for by October 1, 1918, was about $58,000,000. This of repair, were without gun mounts and extra gun-crew quar
woc ld be equivalent in normal times to a housing cost of $200 ters, and were loaded, many of them, with colonial and South 
per i1erson or less, certainly not an extravagant figure. American cargoes, which had to be cared for. Their own crews 

R~· Executive order of June 18, 1918, the President vested in had to be replaced with American crews. The rapid ac
the Fleet Corporation power given him in the act of April 22, complishment of the project of putting this great fleet into 
1918, to take 01er, lease, or control street or interurban rail- American service b_y the Navy and the Shipping Board was 
i·oarl systems-cnri, equipment, and franchises-necessary to one of tlie noteworthy achievements of the war. The board 
the transportation of shipyard and ship plant employees, and employed directly the new crews of such of these vessels as 
the corporation undertook the exercise of this po\\er wherever fell to -its management and operated the vessels directly, de
needed. parting from its usual practice of assigning vessels to private 

An act of July 15, 1918, amended the shipping act of 1916 co11)orations or to the Emergency Fleet Corporation. 
by increasing the board's control over the transfer of American The board \vns further charged with settling terms of com
vessels to foreign registry or jurisdiction, and brought within pensation for these ships, maintaining and repatriating the 
the board's control all shipyards, dry docks, shipbuilding, or Dutch crews, and indemnifying them for losses, caring for- aml 
ship repairing plants, as well as the facilities and interests disposing of their cargoes, and indemnifying owners. The 
therein. crews consisted of nearly 3,000 Dutch, Dutch colonial, and 

:Cy November 11, 1918, the board had made distinct progress Chinese seamen, many of them penniless and without knowl
in repairing the ex-Austrian and ex-German vessels taken over edge of our language. By July 3, 1918, practically all of those 
by the United States. desiring repatriation had sailed. Many of the cargoes were for-

Tlle board undertook negotiations throughout the world for warded by other ships, a few by the original ships, while some 
the purchase or charter of enemy ships seized or interned by subject to quick damage were sold for owner's benefit. Nego
other countrie . Tvrn ex-Austrian vessels seized by China were tiations were undertaken for proper indemnity to owners. 
cbu rtered until six months after the war. Two ex-German On June 13, 1918, the fu·st vessel built in Japan for the 
yei;sels seized by Siam were chartered for the war. Shipping Boaru was delivered, and by October 1, 1918, nine. 

.A number of Austrian ships interned by Brazil were purchased. vessels of 72,990 dead-weight tons built in Japan had been 
The board chartered from Uruguay eight ex-German steamers deliYered. 
interned in :\IonteYideo, of 60,000 tons dead weight, for common We have been dealing with the acquisition of vessels by 
use by Uruguay, United States, and the Allies, sending sup- the board through construction, requisition, charter, com.man-• 
plie::-1 for necessary 1·epairs. Similar use for unrestricted trade deering, purchase, and so forth. Great as was this task, that 
wa secured from Peru of five steamers and four sailing ves- of operation was probably greater. By November 21, 1918, 
sel~. By September 1, 1918, the board had chartered 331 for- the board owned 45;3 ships of new construction, with a dead
eign vessels, of a total dead-weight tonnage of 1,084,986, 220 weight tonnage of 2,468,892; 59 former German vessels, of 
being steamers of 944,238 dead-weight tons, 111 being sailing 343,206 tons; 6 former Austrian vessels, of 35,262 tons; and 3G 
Yessels of 140,748 dead-weight tons. The steamers were other ships, of 137,2'48 tons. Of the 81 Dutch vessels taken 
largely of Danish, Norwegian, Swedish, and Japanese origin, over, it had the management of 52, of 236,340 tons. It had 
while the sailors were largely Norwegian and French. The cha:rter~d 3::?8 foreign ships of 1,366,361 tons and had requisi
cllarters ranged all the way from a single trip to the duration tioned 450 Amel'ican ships of 2,910,766 tons. Thus it was oper
of the war. Some of these vessels went into South American, I ating through the division of operations of the Emergency Fleet 
West Indian, Australian, and Hawaiian trade, as well as the Corporation on that date a fleet of 1,386 vessels of 7,498,075 
coastwise American, althcmgh nearly all the charters permitted ·dead-weight tons. To accomplish this staggering task the divi
traus:Atlantic use. After April 18, 1918, the board would sion of operations de-rnloped one ot the most extensive adminis
approve no charter of neutral vessels leaving American ports trative 9rganizations the world had ever seen. A glimpse of 
unless they were chartered to the board. They were later as- its magnitude may be had by referring briefly to the various 
si,,.ned to various lines for operation in trades to which they departments of the dh·ision of operations. The division bad a 
were allocated. director of operation , having jurisdiction over all functions or 

The board cooperated with the War Trade Board and the the division of operations and maintaining personal contact with 
State Department in negotiations for acquisition of ships from the members of the board; an assistant director, assisting in 
neutral and allied countries. Agreements were made under general supervision and charged especially with contact with 
which the Cnited States would license the export of food sup- the shipping control committee, chartering committee, board of 
plies and other commodities to neutral countries in return for survey and consulting engineers, "\Var, Navy, and State Depart
cha1ter to the Shipping Board of all the tonnage they could ments, foreign embassies and missions, and with variou~ 
spare. Chartering agreements were made with Sweden, Nor- agencies of the division throughout the country; an assignments 
wuy, and Denmark. Japanese tonnage was arranged for by department, recommending and recording assignments to man
charter, purchase, and construction contracts. The building of agers and operators and making notification of s·ame after ap
ships in Chinese yards was arranged for. Larger types of ves- proval by the board, and having supervision in conjunction with 
sels in the South American and West Indian trade were re- • the shipping control committee of the board of all freight and 
pla ced by ships obtained from neutrals and transferred to trans- passenger steamers, divided by trades; a comptroller with gen
Atlantic trade. eral direction of all :financial matters~ a contracts and charters 

~\. tentative agreement was made with the Dutch Government department, recording and checking all freight agreements, 
in January, 1918, for the use of some of their ships for periods charters, and other obligations, and maintaining contact with 
not .xceeding 90 days in return for supplies. As a part of this the comptroller ; a forest-products department, directing and 
understanding Dutch shipping to tlle extent of 150,000 tons was supervising vessels handling timber and lumber for the Army 
to ue employed at the pleasure of the United States in Belgian and for the Fleet Corporation, and handling forest products for 
relief work and for Switzerland, it being agreed that each ship the general timber antl lumber trade: a Great Lakes depart
sent to Holland for Belgian relief was to be matched by a ship ment, supervising management and operation of vessels con
lea...-ing Holland for the United States. The Dutch Govern- structed on the Great Lakes, its jurisdiction continuing until 
ment was to charter to us 460,000 tons of Dutch ships under the arrival of Yessels at Halifax; a marine superintendent, 
the entire agreement. It had delivered about 300,000 tons supervising all managers with reference to manning, victualing, 
when, in the language of the board, it "proved unable to live and supplying, baying direction of repairs and maintaining con
up to the conditions of the agreement." The United States, on tact with the boar<l of survey and consulting engineers; a 
ace .unt of its sup1·eme military needs, then resorted to the department of maritime intelligence, having to do with filing 
power of a belligerent, known in international law as the all record~ concerning vessel movements, new construction, ac
" right of angary "-namely, the power to take for military use quirements.. charters.. and like items of maritime information; 
YN·:;el of foreign register within its territorial jurisdiction. a sailing vessels department, directing, in conjunction with the 
Th ~ President issued a proclamation on March 20, 1918, author- shipping control committee, all sailing vessels; a tanker depart
izil~ ~ the Secretary of the Navy to take over such of these ves- ment, directing. with shipping control committee, all bulk-oil 
sel..-: :is were essential to our military needs, providing that they caniers; a traffic department, handling the fixing and issuing 
were to be manned, equipped, and operated by the Navy and the of .rates as well as claims for loss, damage, or overcharge; a 
Shtppin~ Board, and that the Shipping Board should fUlly com- tug and lighter department, directing, with shipping control . 
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committee, all matters pertaining to tugs, lighters, barges, and ! yard. They were called "agency yards" and were operated 
other harbor 1.;quipment. and located as folJows: By the International Shipbuilding Cor-

l have already traced the personnel of the board from or- poration at Hog Island, Pa.; Merchant Shipbuilding Corporation 
ganization to the fall of 1918. .As to that of the Emergency at Bristol, Pa.; Submarine Boat Corporation at Kewark, K. J.; 
Fleet Corporation it may be said that 1\1r. Hurley became presi- and the Carolina Shipbuilding Co. at Wilmington, N. C. The~e 
dent on .Tuly 24, 1917; that Maj. Gen. George W. Goethals was four yards, with a total of 94 ways when in full operation, 
appointed general manager on April 26, 1917, and resigned July could produce more tonnage than the largest yearly outpat of 
27, 1D17; that he was succeeded by Admiral W. L. Capps, who any country before 1918. There were five other Government
re. igned December 3, 1917, on account of ill health; that Mr. owned yards built for concrete vessels. and located at San 
Charles Piez, who had been elected vice president of the cor- Diego, Calif.; Oakland, Calif.; Wilmington, N. C.; l\Iobile, 
poration on November 11, 1917, was appointed general manager .Ala.; and JacksonYille, Fla. Each had four ways and could 
in December, 1917, and remained throughout 1918. By Novem- be expanded considerably. The other yards had a total of 
ber, 1917, certain difficulties of organization had been ironed 1,083 ways completed or in construction, 93.9 for the Shipping 
out, and all authority concentrated in the hands of the president Board and 144 for the Navy or private work. 
of the board of trustees with power to delegate. .After the The closest and most competent supervision was exercised 
German drive of 1\larch, 1918, demands for ships intensified, by the Fleet Corporation over the construction of yards through 
and Ur. Charles M. Schwab became general manager, l\Ir. an engineering and technical unit known as the Division of 
Hurley and the board delegating to him full control of the con- Shipyard Plants. This division inspected and approved or tlis
struction work of the Emergency Fleet Corporation. I have approved all plans for plant work, superYised the construction 
already referred to the remarkable record of the corporation of shipyards, industrial plants, dry docks, marine railways, 
in the matter of constn1ction and what it accomplished by No- storage yards, examined and passed upon groun<ls, buildings, 

• veruber 1, 1918. water fronts, dredging, ways, handling and yar'd equipment, 
l\Ir. Howard Coonley became vice president of the corpora- railroad tracks and equipment. streets ancl roads, water supply 

tion in May, 1918, taking charge of administrative departments, and drainage systems, power plants and distribution systems, 
an<l later Mr. J. L . .Ackerson became vice president and assist- installations of tool. , and all other parts of plant and equip
ant general manager. The board of trustees of the corporation ment essential to shipbuilding. By September 1, 1918, the 
were l\lr. Edward N. Hurley, president; l\1r. John A. Donald, Fleet Corporation bad invested or contracted to invest about 
vice president; l\1r. Bainbridge Colby, vice president; Mr. E. F. $150,000,000 in shipyard plants. The largest of these was at 
Carry, l\Ir. Charles R. Page, .Mr. Charles Day, and Mr. John H. Hog Island, the estimated cost of which was $63,000,000; the 
Rosseter. These men accomplished miracles for their country next in size, that of the Submarine Boat Corporation, estimated 
and for civilization, and some day when partisan denunciation to cost $17,000,000; the next that of the Merchant Shipbuil<l
of everything Woodrow Wilson and his associates did in man- ing Corporation, estimated to cost $11,000,000; the next t hat 
aging our part in the war shall have been foi,·gotten they will of the Carolina Shipbuilding Co., estimated to cost $3,000,000 . 
.rank among the outstanding figures of that stupendous conflict. There was also authorized for Scotch boiler plants and steel-

The boa rel was charged by section 12 of the act of 1916 to fabricating ' plants an .outlay of about $10,500,000. 
make recommendations to Congress looking to the development The Hog Island location was in its original state swampy, 
of an American. merchant marine, and to that end was required dismal, and 'uninviting, but it was suitable for a trernen:lous 
by that section to investigate relative cost of building mer- shipyard on account of its protected interior situation nenr a 
chant vessels in the United States and in foreign maritime great city, with a great industrial population and advanta
countries; the relative cost, advantages, and disadvantages of geous railroad connections, and also on account of its nearness 
operating in the foreign trade vessels under United States regis- to steel mills and fabricating shops. The contract for the 
try and under foreign registry; to examine the rules under Hog Island yard was made September 23, 1917, and provhled 
which vessels are constructed abroad and in the United States; for the construction and operation of a yard with 20 ,mys 
the methods of classifying and rating same; the subject of for 7,500-ton ships, 30 ways for 8,000-ton ships, fitting-out pi ers, 
marine insurance and steps necessary to develop a marine in- shops for correction and replacement work, and a small am ount 
surance system as an aid in the development of an .American of ship-steel fabrication. In the face of an unusually i;;eYere 
merchant marine; the .navigation laws of the United States winter and other appalling difficulties the yard was 50 per c:ent. 
and the rules and regulations thereunder; the legal status of complete on February 12, 1918, and on that day the ynnl's 
mortgage loans on vessel property with a view to improving the first keel was laid. When finished the yard covered 846 acres, 
security of such loans and encouraging investment in American contained 250 buildings, 80 miles of standard railroad track, 
shipping. Pr~ssure for construction and operation for war pur- 3,000,000 feet of underground wiring, using 20 locomotives :iud 
poses, radical changes in costs and practices, and other de- 165 autotrucks. The 50 ways extended along a mile arnl a 
velopments re.volutionized conditions and made a report during quarter of water front, and there was a total water frontage 
the continuauce of hostilities impracticable. The board set to of 20,000 feet. On these ways 50 ships could be built while 
work, however, on all the matters covered in section .12, and 28 were being outfitted at the piers, making 78 which coulcl be 
by the end of 1918 had made extensive studies and investiga- in process of . construction at the same time. 
tions. The plans of the Shipping Board and the Fleet Corporation 

In order to regulate and stabilize labor problems and condi- contemplated at least another year of war, during which we 
tions in water transportation the board employed labor ex- would be expected to increase our quota of fighting men ab1·oacl 
perts and made agreements with labor organizations and Gov-. to fou:r millions. These plans were well under way when the 
ernment departments. The object was to adjust differences sudden close of hostilities on November 11, 1918, necessi tated 
between employers and employees without stoppage of work. their suspension and reversal to a large extent, and brought 
The agencies through which the board handled labor questions about a fundamental change in the problems and conditions 
were it Marine and Dock Industrial Relations Division, deal- surrounding the board. The principal activities of the board 
ing with these questione in operation of vessels and in connec- were now devoted to the supply of tonnage for the return of 
tion _with marine equipment; the Shipbuilding Labor Adjust- troops and for European relief, the return of neutral and 
ment Board, an independent .organization dealing with the con- requisitioned ships, compensation for requisitioned vessels, reim
$truction field; National .Adjustment Commission, handling bursement from War and Navy Departments for vessels used 
~abor problems of longshoremen; and the New York Harbor by them, and the sale of ships. It became evident early in 
Wage Adjustment Board, dealing with operators of harbor 1919 that large supplies of foodstuffs must be rushed to E l!rope 
boats at New York. to save its stricken peoples from an economic and social b i·eak-
' When we entered the war there were .in the United States down. The food relief movement began in February, 1910. :rnd 

37 shipyards building steel vessels, 24 building wooden vessels, reached its peak in .May, when 264 vessels, of nearly 2,000,000 
of over 3,000 tons; the number of ways in the former being dead-weight tons, were in use. 
142, in the latter 73. .About 70 per cent of the former were In December, 1918, the chairman of the board, at the re ::iuest 
buil~ing vessels for the Navy and many of the latter were not of President Wilson, established an office in Paris for pun )oses 
suited to modern sh.ipbuilding. Immediate expansion of exist- connected with the peace conference. At a conference in Lon
ing yards and the creation of new ones was imperative. By don representatives of the Shipping Board and the American 
~ovember 1, 1918, the ways in steel yards had grown through Food .Administration outlined a program for European foou 
the efforts of the Fleet Corporation from 142 to 898; in wood relief. 
yards from 73 to 418. Four of the steel yards were built and On J"une 4, 1918, it had been decided to allow no American 
own_ed by the corporation and were used for the construction ship of more than 100 tons to pass to foreign registry, although 
of fabricated-steel ships; that is, standardized steel vessels, a few occasional exceptions were later made to this rule. On 
many parts of which were completed in the factories furnish- December 12, 1918, it was decided to permit wooden vessels 
ing t.he steel and assembled into the form of the vessel in the then being built in .American shipyards to be sold to foreign-
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owned .American corporation · and to foreigners, except our 
enemies, an<l to permit the transfer of documented wooden ton
nage to foreign-owned American corporations unless contrary 
to natipnal interests. 

Only in rare instances was this policy applied to American 
steel and il:ou ve.-:isels. From June 30, 1918, to July 1, 1919, the 
board authorized transfer to foreign registry of 253 wooden 
ves:-;els, with a gross tonnage of 205,000 ; 34 steel vessels, with a 
gross tonnage of 47,203; and 12 iron vei;:sels, wlth a gross ton
nage of 14,652. The steel and iron vessels transferred were 
old vessels of lake-type construction and of no value to the 
American merchant marine. 

The board relinquished on December 3, 1918, its control of the 
transfe1· of American vessels from Americans to Americans, 
the conditions requiring such control having disappeared. It 
also at a date following the armistice lifted all restrictions on 
construction of wooden tonnage for American or foreign account 
antl steel tonnage for American account. Finally, on June 4, 
1919, the board announced that on application construction of 
steel ships for foreign account would also be approved. On 
January 6, 1919, the board began the release of requisitioned 
tonnage to the extent of turning back privately owned Amer
ican ves els of not more than 4,000 tons dead weight, except 
when required for military or foocl relief use. By June 30, 
1919, the board had returned 457 such vessels, with a total 
dead-weight tonnage of 2,665,000. ·where the board had spare 
tonnage, substitution was made of it with some owners until 
their requisitioned tonnage could be redelivered. On June 30, 
1919t over half the chartered neutral tonnage had been re-

. turned to owners. Prolonged negotiations between the Ship
ping Board, the State Depa1·tment, the British Government, the 
Dutch Government, and the Dutch shipowners intervened before 
terms of restoration were agreed upon as to the Dutch ships 
taken over by Executive proclamation during the war. The 
chartering committee, which had controlled rates during the 
war, cease<l to fun'Hion on March 1. 1919, and its work was con
tinued under a chartering ~xecutive, who also served as tank 
steamer executive. After the armistice the problem was the 
maintenance of satisfactory charter rates rather than the en
forcement of reductions. 

After the armistic~ the board's division of regulations began 
to function more actively than was possible during the war. 
Its work was the regulation of rates and practices of water 
carriers in peace times, and was divided under four heads, to 
wit, formal dockets, informal dockets, tariffs, contracts and 
collferences. The formal docket covered complaints filed by 
shippers and others against carriers within the board's juris
diction under section 22, shipping act of 1916. Six of these 
complaints had been filed by June 30, 1919. The informal 
docket covered any question raised by letter or memorandum 
and not by formn l complaint, and alleging violations of the 
act of 1916, and which the board would attempt tq, settle by 
correspondence ancl informal conferences. 

Sixty-three of these informal complaints were file<l during the 
fiscal year ended June 30, 1919. The tariff authority of tbe 
board, exercised through the division of regulations. \Vas derived 
from section 18, act of 1916, which required common carfiers by 
water In interstate commerce, operating on the high seas or 
Great Lake on regular routes from port to port, to file with the 
board and keep open to public inspection in · the manne1· pre
scribed by the board their maximum rates, fares, and charges, 
and which prohibitecl them from demanding, charging, or collect
ing rates exceeding those published except with the board's 
approval and after 10 days' notice, unless the boarcl, for good 
cause hown, waived the notice. The division of regulations 
preserved ancl kept open to the public a file of these published 
tariffs. Carriers in foreign trade on the high seas were not 
required by tbe act of 1916 to file tariffs with the board. The 
authority of the board over contl'acts and conferences was de
rived from section 15, act of 1916, which required carriers and 
other persons, such as forwarders, subject to the board's juris
diction to file with the board copies or complete memoranda of 
all contracts, agreements, and understandings regarding ratest 
traffic, pooling of equipment, or any other working arrangement. 
These contracts, agreements, understandings, and so forth, were 
of two kinds. First, the so-called steamship conferences which 
in the language of the board, were "understandings among com: 
binations of group. of steamship lines as to policies affecting op
erations, traffic, ports, and so forth," and which "in the past also 
involved maintenance of srstems of deferred rebates which are 
now prohibited by law." Understandings supplementing these 
conferences were called conference agreements, being made be-

·tween parties subject to the origieal conference and being based 
on said conference. All the pttrtias to the original conference, 

LXIV--7G 

however, were not necessarlly parties to the· conference agree
ment. The second kind of understanding was between carriers 
amenable to the board's jurisdiction, who had no part in these 
conferences, and those between carriers and other per ons within 
the board's jurisdiction, such as those furnishing wharf facil
ities, terminal accommodations, and so forth, in connection with 
a water carrier. The board maintained a complete record of 
those contracts and conferences. 

Through the division of operations the' i.>0ard continued in close _ 
touch with the United States Railroad Administration, realizing 
that our foreign trade required intimate cooperation between 
ocean and rail transportation facilities. The assistant director 
of traffic of the Railroad Adminish·ation and the. assistant di
rector of operations of the Fleet Corporation composed a joint 
committee appointed to handle relations between ocean and rail 
shipping, considering the following subjects among others: (a) 
Through export bills of lading ; ( b) export and import rail rates ; 
(c) allocation of Shipping Board tonn:Jge to relieve temporary 
congestion at certain ports ; ( d) joint consideration of traffic 
available to support regular sailings from United States ports; 
( e) assignments of Shipping Board vessels for railway opera
tions; (f) wage questions involving railway floating equipment 
and Shipping Board vessels. The object of the board was to 
secure such unity between ocean and rail carriers that goods 
might be shipped from places in the United States to any place 
in the world with the same ease as to any point in the United 
States. 

During the fiscal year ending June 30, 1919, the board allo
cated to the Army and Navy 265 vessels, including its own 
antl 'those it had requisitioned, of a total dead-weight tonnage 
of 1,713,542. Of these 168 were redelivered to the board, theil" 
dead-weight tonnage being 1,008,172, and 10 had been lost by 
sinking, having a dead-weight tonnage of 45,599. 

On October 9, 1918, the advisory insurance committee of the 
board was succeeded by the division of insurance to handle 
the growing problems of insurance and to negotiate salvage 
and wreckage contracts, so that prompt assistance might- be 
given imperiled --ressels. This division followed as a general 
rule the commercial market in fixing marine and war-risk 
premium rates. The ships o-wned by the Shipping Board were 
multiplying rapidly, and this was another reason for a divi'Sion 
to look promptly after losses. These losses pertained to ves
sels in operation and not to hulls in course of construction. 

As the fleet of the Shipping Board increased, the question 
of the board's relation to our foreign trade began to be im
portant.. Nowhere in the shipping act of 1916 or in any of the 
war measures affecting the board was any specific authority 
CQ.nferred on the board to promote foreign trade. It was 
apparent, however, that the promotion of an American merchant 
marine and the operation of so· many American ships in the 
foreign trade by the board gave it a deep and practical interest 
in the development of foreign commerce. It came in constant 
contact with foreign interests doing busine s with this country, 
and, moreover, found it necessary to use representatives abroad. 
Having no foreign trade department of its own, the board would 
refer foreign trade problems and policies to the proper Govern
ment department. It referred the suggestion of keeping an 
American committee of trade experts in London to look after 
trade development and possibilities in Europe to the Depart
ment 6f Commerce. Two of the board's commissioners, how
eYer, were on the foreign trade committee, an adYisory com
mittee charged with the duty of coordinating the work of the 
various departments in connection with foreign trade. The 
board could not appoint agents for American steamship opera
tors abroad, but it investigated records and connections of 
agents in foreign .countries, so as to have confidential informa
tion available for our shipping interests. In the course of the 
board's investigations for ship-operating purposes trade oppor
tunities and probable cargo movements were frequently discov
ered. The board published a number of bulletins containing 
these results. In order to provide full cargoes for our vessels . 
the needs of various trades were carefully studied, as -well as 
the problem of regular liner service. In these and other ways 
the board kept in touch with the shipping needs of our foreign 
trade, and announced in its third annual report, its report for 
the year ended June 30, 1919, that the construction program was 
being thoroughly revised with a view to a properly balanced fleet 
adapted to all probable requirements. So we see that there is 
nothing new in what the proponents of the present subsidy 
measure say in reference to a balanced fleet. The board made 
a thorough revision of its building program ·with that purpose 
in view nearly four years ago.· 
· The first step in adjusting the recruiting service to a normal 
basis after the armistice was to return to owners the passen-
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ger steamers used as training ships for the merchant marine, barge and tug yards with 144 ways, altogether 223 yards with 
the board substituting for these steamers six of the wooden 1,099 ways. Shipyards at work for the Navy and shipyards 
cargo· ships. built by the Fleet Corporation. The nmnber of building vessels of' less than 3,000 dead-weight tons were out
apprentice seamen, .firemen, and stewards trained under the side the corporation's controi and are not included in these / 
board's supervision for merchant marine service from January, figures. In tonnage capacity and in speed of construction the 
1D18, to June 15, 1919, was 23,909; the number of graduates United States was. leading the world when the armistice was 
of navigation schools for merchant marine officers and of en- declared. United States yards were building 48 per cent of 
gineering schools from ,June 4, 1917, to June 15, 1919, being the world's ship tonnage under construction during the seconcl 
9,762. The number of chief engineers for turbine ships quarter of 1919, and 44! per cent of the world's steel ton-

- trained in faCtories making turbine engines by July 1, 1919, nage. The United States had under construction at that 
was 77. time a total dead-weight tonnage of 5,811,214, Great Britain 

After the armistice the demand for crews for American 3,786,075, other countries 2,429,361. The United States had 
merchant vessels was greater than it was during the war. under construction at that time a total steel tonnage of 
To furnish crews and officers for all American vessels, whether 4,746,663, Great Britain 3,738,408-, other countries 2,171,497. Our 
operated privately or by the board, the sea service bureau of country was achieving records in shipbuilding never before ap
the Shipping Board, formed in July, 1917, had been gradually proached, despite the industrial disturbances following the ces
enlarged until it was the board's sole agency for such purposes. satioh of hostilities, a great reduction in the office personnel of 
On May 1, 1919, the sea service bureau was - authorized to the Fleet Corporation, intense political criticism, and other 
charge $2.50 for each officer and man it placed on a ship, re- discouraging factors. 
gardless of who owned or operated it, the charge to be elimi- Mr. FLETCHER. Mr. President--
nated whenever conditions might warrant. This bureau in- The PRESIDING OFFICER. Does the Senator from Texas 
spected vessels to see that living quarters were furnished yield to the Senator from Florida? 
crews in accordance with law. The placements of the bureau Mr. SHEPPARD. With pleasure. 
increased from 6,330 in November, 1918, to 11,673 in May, 1919. 1\ir. FLETOHER. May I suggest to the Senator that the 
They began to exceed by far the placements of all other records show that at Hog Island we laid the keel of one of the 
agencies. Before the war about 70 per cent of crews on Ameri- cargo ships of 7,500 or 8,000 dead-weight tons on one day and 
can vessels were .'f!oreign born. By May, 1918, 65 per cent of lv.unched the ship 27 days thereafter. 
the crews placed on American vessels by the bureau were l\1r. SHEPP ARD. I thank the Senator for that contribution 
American born. to the debate. The fact is that the popular impression to the 

The recruiting service maintained on each ship o't the train- effect that the Gavernment ship program during and following · 
ing fleet a modern hospital outfit with a surgeon, male nurse, the war represented a mass of inefficiency and wastefulness is 
and hospital attendants. Through the medical department entirely without foundai:ion. It is due to the fact that from 
physical examinations of more than 23,000 recruits were made 1918 to 1920 a fire of partisan criticism was directed at every
between J'anuary, 1918, and June, 1919. thing accomplished by the Government, with the result that in 

With a view to the intelligent regulation of ocean freight the popular mind a distinctly unfavorable im.Pression has been 
rates and of terminal companies the board ordered an investi- developed as to the admini tration of almost every such activity. 
gation of the former under the direction of Prof. Emory R I am trying to show that this impression, so far as our shipping 
Johnson, of the latter under C. 0. Ruggles. In the matter of progress may be concerned, is without any basis in fact. 
terminal charges the result of the study and investigation was During the eight months following the armistice the corporation 
a recommendation for stricter governmental regulation. completed and delivered ships with a total dead-weight tonnage 

Some of the problems in this connection arose from the of 3,192,833, more tonnage by 500,000 than was completed by the 
ownership of vitally important facilities by railroads, railroad corporation before November, 1918. Before the armistice rapidity· 
competition in terminals, lack of coordination among railroads of construction was the main object; after the armistice- restora~ 
and between railroads and ship lines. tion of shipbuilding to a ,normal basis. Contracts were can-

A ship sales division was organized by the board to handle celed as rapidly as was consistent with sound business judg· 
sales of vessels built or acquired, final action in each sale ment. In October, 1918. when the maximum building program 
resting with the board. A number of sales were made by June was at its peak, 17,399,961. dead-weight tons were under con-
30, 1919, transactions being had only with actual, capable, and tract. On June 30, 1919, the program contemplated 13,616,836 
responsible operators. On sale of wooden ships when made dead-weight tons. Cancellations were made wherever it ap
through a broker a commission of 1i per cent was allowed, no peared that contracts could be canceled at less cost than the 
commission being allowed on sales of steel vessels. difference between cost of completion and · probable market 

Commissioner Colby resigned on March 4, 1919, Commis- value. Tqe board adhered in substance to the building plan 
sioner Page on May 15, Mr. Henry M. Robinson being appointed submitted to Congress in April, 1918, and approved by Oon
ad interim on June 13, 1919, to succeed Page. Mr. Schwab gress, no new commitments or contracts being made after 
resigned as Director General of the Emergency Fleet Corpora- September 26, 1918, except where neeessar~ to carry out work 
ti.on on December 2, 1918, Mr. Charles Piez as vice president already started. The Republican Party took control of both 
and general manager on April 30, 1919. A reorganization of Houses of Congress on March 4, 1919, an extra session being 
official duties and responsibilities followed. Other changes in summoned at an early date, but made no change in this build
official personnel occurred, so that on June 30, 1919, the Fleet ing program. On June 30, 1919, the Fleet Corporation had 
Corporation had the following trustees : Hurley, Stevens, Don- completed and delivered 1,056 ships, with a total dead-weight 
ald, Rosseter, Robinson, Ackerson. tonnage of 5,858,164. It was outfitting 433, with a dead-

1\fr. HEFLIN. l\Ir. President-- weight tonnage of 2,010,949. It had on the ways 553, with a 
The PRESIDING OFFICER (Mr. ROBINSON in the chair). total dead-weight tonnage of 3,383,273. It was beginning to 

Does the Senator from Texas yield to the Senator from .Ala- construct but had not laid the keels of 326, with a total dead-
bama? weight tonnage of 2,364,450. Its total active program on that 

Mr. SHEPP ARD. I yield. date contemplated, therefore, 2,368 ships, with a combined 
Mr. HEFLIN. The Senator just made reference to Mr. dead-weight tonnage of 13,616,836, as before stated. It will be 

Schwab. He was director general of the construction work, instructive at this point to go into further details. Of the 1,056 
was he not? delivered ships 332 were requisitioned steel in various stages 

Mr. SHEPP ARD. He was placed in charge of the construe- of construction when received by the corporation, 438 were con-
tion work. tract steel, 274 were contract wood, and 12 were contract com-

Mr. HEFLIN. He made the statement that the vessels which posite. Of the 433 ships that were being outfitted 14 were 
were then being constructed would pay for themselves many requisitioned steel, 201 were contract steel, 2l>9 were contract 
times over. wood, 6 were contract composite, and 3 were contract concrete. 

Mr. SHEPPARD. I might say in this connection that Mr. Of the 553 on the ways 23 were requisitioned steel, 393 were 
Farrell, another expert in steel construction, stated that the contract steel, 128 were contract wood, and 9 were contract 
ships built by the Emergency Fleet Corporation were con- concrete. Of the 326 with keels not laid 15 were requisitioned 
structed at as low a cost as were any other ships in the world steel, 309 were contract steel, and 2 were contract concrete. 
at the time. Had all the contracts entered into by the Fleet Corporation 

The yard construction and enlargement program of the Fleet for -ships been carried out, they would have composed a total 
Corporation was v·irtually 100 per cent completed by June 30, dead-weight tonnag~ ?f 18,092,~21. . 
1919, the corporation having at its disposal on that day 72 ':L'lrr<;>ugh the di-vision of ship c~n~trucbOJ?- the board gave • 
steel-ship yards. with 461 ways, 4 steel-tug yards with 21 ways, attention to the development of or1gmal designs of new types 
87 wood and 7 concrete yards with a total of 473 ways, 53 wood 1 ~t vessels. approval of contJ!actors' designs,. approval of con-

I• 

' 
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struction details, trial-trip procedure, records of ship construc
tion and ship performance, and so forth. 

After the armistice the division of operations of the Fleet 
Corporation began to lay out trade routes to meet the de
mands of reviving ocean trade. Vessels were being allo
cated to the different routes when the food and fuel scarcity 
in Europe demanded their withdraw.al and employment for 
Eu

1

ropean relief. So insistent were these demands, as well 
as the call for ships to move coal to the Pacific for the Navy, 
that the board was unable in the spring and early summer 
of 1919 to supply sufficient tonnage for all ordinary freight 
cargoes seeking transportation. However, by June 30, 1919, 
the board was furnishing a large and increasing number 
of vessels for various trades, its shipping trades department 
continued to place vessels in the different trades and to 
make every effort to secure cargoes for them. This depart
ment made a special study of exports and impQrts of all coun
tries and their usual routes of transportation, with a view to 
ascertaining the number and types of ships they required. This 
department kept in touch with cargo offerings in all home and 
foreign ports. An enumeration of the vessels which the board 
had in actual service on June 30, 1919, will give an idea of the 
manner in which it was meeting the demands on our ocean 
transportation. It had 197 ships, with a total tonnage of 
1,204,953, in the European food relief work; 176 ships, wlth a 
tonnage of 1,175,614, in Army work, bringing soldiers home, and 
so forth; 28 ships, with a tonnage of 161,540, helping the Navy; 
236 ships, with a total tonnage of 1,512,808, in the trade with 
northern Europe; GO ships, with a tonnage of 315,547, in the 
southern European trade; 14 ships, with a tonnage of 66,096, 
in the trade with Africa; 6 ships, with a tonnage of 45,820, 
in the trade with India, Straits Settlements, and the Dutch 
East Indies ; 77 ships, with a tonnage of 480,963, in the trans
Pacifi.c trade; 188 ships, with a tonnage of 795,926, in the 
South American trade; 143 ships, with a tonnage of 4-62,937, in 
the West Indies and Caribbean trade; 105 ships, of 558,876 tons, 
in the coastwise, international, domestic, and New England coal 
trades; a grand total of 1,230 ships, with a total tonnage of 
6,791,080. 

The board, through its exports and imports department, had 
brought about the use of wooden vessels in the coal trade by 
all exporters, the diversion of boats unoccupied at any time to 
the coal trade, thereby keeping all ships generally employed, 
.and promoting equitable distribution of board tonnage among 
foreign countries and American exporters, the establishment 
of the export coal trade on permanent lines, and elimination of 
speculation in board vessels in the coal trade. This department 
also assisted in obtaining bunkering stations for board vessels 
abroad and in framing an insurance plan for the board's 
wooden vessels that would enhance their desirability. 

By June 30, 1919, the board had established line services 
mainly to European and South American ports, and others were 
in contemplation. 

On l\1ay 1, 1919, the board established an actuarial department 
to study earning capacity of vessels by classes and types, trade 
routes, commodities handled, and so forth, with a view to greater 
economies and better results in operation of ships. 

From the beginning of ship operation by the board to June 
30, 1918, the gross revenues were $80,000,000 ; during the year 
ending June 30, 1919, $500,000,000, approximately. · 

We will now review the history of the board from June 30, 
1919, to June 30, 1920. Chairman Hurley resigned July 31, 1919, 
and •vas succeeded in the chairmanship by John Barton Payne, 
appointed August 5, 1919. Chairman Payne resigned March 13, 
1920, and was succeeded as chairman on that day by Admiral 
W. s. Benson. On August 5, 1919~ T. A. Scott was appointed on 
the board to ucceed Bainbridge Colby, who had resigned March 
4, 1919. Commissioners Robinson, Scott, and Stevens resigned 
on September 15, 1919, April 5, 1920, and June 15, 1920, and 
no successors to these had been appointed by June 30, 1920. The 
boa rel consisted on June 30, 1920, therefore, of Admiral W. S. 
Benson, chairman, and John A. Donal<l. The merchant marine 
act of June 5, 1920, bad increased the number of commissioners 
to ~even, had provided for the appointment of an entirely new 
board, the members of the board in office at the time of the act 
to continue in office until all the membevs of the enlarged board 
should be appointed and qualify. 

To secure closer contact with, and a. better development of, 
our trade interests in Europe the board began the creation of 
an European organization in June, 1919. Its special commis
sioner for Europe established headquarters and the nucleus of 
an organization at 8 Grosvenor Gardens, London, in that month. 
By June 30, 1920, Shipping Board representatives had been 
located in all seaports of the United Kingdom aml Continental 
Europe of substantial importance. Before this organization, 
centering at London under the special commissioner, was estab-

lished, agents of the companies managing board vessels had 
looked after these vessels in European ports. Some were dili
gent, but others allowed American v~ssels to be subjected to 
mishandling, delays, and oppressive charges. On accoqnt of the 
congestion and disorganization in European ports, it was difficult 
for individual agents to supervise our vessels properly. 

The board's European organization, through control of move:. 
ments, charters, cargoes, bunkers, supplies, repairs, and so 
forth, reduced the average turn around in part of Shipping 
Board vessels loading or discharging cargo, or both loading and 
discharging cargo, from 25.4 days for the United Kingdom and 
19 days for the Continent in September, 1919, to 19.2 days for 
the United Kiugdom and 11.3 days for the Continent ill May, 
19~0. 1\faterial reduction had also been secured in cost of 
bunkers, supplies, and repairs. 

Tbe Eu1·opean organization established an operating depart
ment to supervise Shipping Board vessels in Europe in refer
ence to navigation, pilotage, cargo handling, bunkers, ballast, 
personnel and salvage work. The operating department set up 
branch offices in the United Kingdom at London, Liverpool, 
l\Ianchester, Cardiff, Fowey Hull, Newcastle; on the Conti
nent at Helsingfors, Stockholm, Gotenborg, Copenhagen, Dan
zig, Hamburg, Rotterdam, Antwerp, Paris, Dunkirk, Le Havre, 
Brest, St. Nazaire, La Rochelle, Bordeaux, Gibraltar, Barcelona, 
Marseille, Naples, Pirreus, Constantinople, and Port Said. Trav
eling representati\es covered other ports. This department was 
supervising on June 30, 1920; a total of 331 vessels-140 of these 
being in United Kingdom ports, 77 in continental ports, 114 in 
European waters. It would get in touch with vessels as soon 
as possible after they reached European ports and render as
sistance of greatest value. Masters of many American ships 
were unacquainted with local laws and conditions, and the 
foreign agents of such ships were :frequently chosen with too 
little opportunity for careful action. The foreign operating de
partment of the board would furnish American ships with latest 
aids to navigation, warnings as to mines, charts, and so. forth, 
would see that berths were taken promptly, cargoes handled as 
readily as practicable, bunker and ballast provided in suitable 
quantities and at proper prices, and recommend diversion of 
vessels to less congested ports, thereby securing quicker dis
charges of cargo. This department was in position to render 
valuable help in securing coal and oil for fuel \."i·hen local agents 
were almost helpless. Special storage for Shipping Board oil 
was secured at Brest and special arrangements perfected with 
the oil depot at Lisbon. American oil tankers were held at 
Gibraltar to serve American ships. This department also was 
of great help in securing prompt aid for stranded yessels, ves
sels suffering other mishaps, and in supervising salvage opera
tions. It aided materially in looking after the replacement of 
crews, their behavior in foreign ports, and the treatment of the 
men by officers and masters. 

The European organization also developed a traffic depart
ment, handling all European traffic matters connected with 
Shipping Board vessels, including chartering, demurrage, and 
cargo claims. 

This department was divided into three sections, (1) Baltic 
and continental traffic, (2) United Kingdom and Mediterranean 
traffic, (3) demurrage and cargo claims. Its aim was to keep 
in close contact with cargo developments throughout Europe 
and to aid American ship interests to secure freighting contracts 
on as adYanb.1.geous terms as possible. 

The European organization created a construction and repair 
department to supervise alterations and repairs on Shipping 
Board ve els in European ports and to see that proper work 
was done and proper contractors employed. i This department 
by June 30, 1920, bad repre ·entatiYes in the United Kingdom 
at London. Falmouth, Liverpool, l\fanchester, Newcastle, Hull, 
Cardiff, Gla ·gow, Dublin; on the Continent at Dunkirk, 
Le Havre, Brest, St. Nazaire, Bordeaux, l\lareille, Anbverp, 
Rotterdam, Barcelona, Gibraltar, Lisbon, Genoa, Naples, Ham
burg, Danzig, Copenhagen, Stockholm, Gotenborg. It main
tained a stock of machinery spares and ship's equipment 
at Falmouth. It held in readiness the Shipping Board tug 
Goliath to help disabled ships into port. Its duties included 
inspection of repair lists of ship officers and elimination of work 
not essential to efficiency or seaworthiness. It rendered sub
stantial service in llelping ships to avoid delays on repairs, 
recommending Ies congested ports for the work, and so forth. 
By June 30, 1920, this department had supervised repairs to 
4,000 steamers and through its more efficient methods effected 
a saving of $1,320,000. It also made reports as to steaming 
results on vessels completing eastwarcl voyages to European 
ports, advising as to competency and conduct of engine-room 
force, these reports ultimate1y reaching the board at Wash
ington. 
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The European organization also was equipped with a supply 
department, which supervised purchase of all supplies in Europe 
for American vessels, with tbe result tbat great savings, better 
articles, and more prompt deliveries were secured. 

The European organization was provided with a legal depart
ment, rendering aid in respect to many legal matters arising in 
connection with American shippiDg and American trade in 
Europe, having four main divisions-(1) collision and salvage, 
(2) general a-rerage, (3) commercial law, (4) protection and 
indemnity insurance ; an intelligence department, the duty <Jf 
which was to keep the Shipping Board and American shipping 
interests informed as to important shipping, shipbuilding, trade, 
and industrial developments in Europe; a communications de
partment, handling all communications to and from the London 
office by cable, land, radio, or otherwise, supervising radio 
personnel, radio repairs and supplies, submarine signaling ap
paratus, and keeping the board at Washington and American 
shipping interests advised as to changes in radio work in 
Europe, location of new stations, use of new facilities, and so 
forth ; and certain other departments essential to the successful 
functioning of the organization. 

Dming tne year under consideration J:he board reparted on 
some of the subjects it was required to investigate by the act 
of 1916, to wit, classification and rating of vessels, marine 
insurance, navigation laws, and mortgage loans for ships. It 
was announced that the board had undertaken the redrafting 
and codification of tbe navigation laws. The board's recom
mendations as to some of the subjects last mentioned were 
embodied in the merchant marine act of 1920, especially those 
relating to ship mortgages. It devised and recommended a 
ship-mortgage act which became section 30 of the act of 1920. 
This act changed and improved the status of ship mortgages as 
security. 

The board also devoted considerable effort to the standardiz
ing of commercial documents, such as bills of !ailing, charter 
parties, ancl so forth. 

During the year ending June 30, 1920, nearly all the former 
German vessels allotted the board were sold or chartered with 
option of purcba e. All the freight vessels and all but 11 of the 
passenger vessels among them were thns disposed of, the remain
ing 11 ha vlng a gross tonnage of 150,152. The Austrian vessel, 
Martha Washington, was still on hand. Negotiations for 
sale of the remaining German ships were under way on June 30, 
1920, specific authority to sell them having been conferred by 
the act of rn20. This disposed of the question that lhad been 
raised as to the right of the board to sell these vessels. 

No proclamation having been issued by the President end
ing the national emergency and peace not llanng been declared, 
the board still had jurisdiction, on June SO, 1920, of the 
transfer of all American-owned vessels to foreign registry, un
documented as well as documented, under sections 9 and 37 
of the act of J..916. Ea.ch application to transfer was considered 
on its ovrn merit, the applicant being required to set out his 
reasons for the transfer, to show why it was not desirable to 
operate the •essel under the American flag, and to show the 
use to which he intended to put the vessel. Under no circum
stances \vould the board grant the transfer if it in any way 
milita ted against the welfare of the American merchant 
marine. 

The boaPd, under the conditions before recited, permitted 
the transfer to foreign registry during the ~·ear ending June 
SO, 1920, of S05 wooden vessels with a gross tonnage of 155,086, 
55 steel vessels with a gross tonnage of 97,879, 6 iron vessels 
with a gross tonnage of 7,96'7., and 1 composite vessel with a 
gross tonnage of 2,100, a total of 367 vessels with gross tonnage 
of 263,632. 

Those who have sneered at wooden ships are pointed to the 
fuct that but 600 of these went into foreign trade under foreign 
flags in 1919 and 1920, while the rest remained in American 
service. Of course this included many wooden ships not owned 
by the board. 

l\1r. STERLING. l\Ir. President, the Senator from Texas 
speaks about these JVOoden vessels which were transferred to 
foreign registry going into the foreign trade. Does he mean 
that they were used by foreign nations in overseas trade, or 
were they used more in the coastwise trade of these other 
nations? 

Mr. SHEPPARD. They were used largely on the shorter 
routes and services in European waters, such as the Mediter
ranean Sea and the Black Sea. I do not think they were ·used 
to any great extent in the regular trans-Atlantic trade, but 
they were u ed in sea trades. 

Mr. STERLING. But not in overseas trade in the usual 
acceptation of that term? 

Mr. SHEPPARD. If the Senator means by " overseas 
trade " the trade between the United States and France or 
England, I do not think many of the wooden ships were used· 
ln that trade. However, tbey were employed effectively in 
various sea trades, and were not by any means con.fined to 
coastwise trades. However, the Shipping Board had over 80 of 
these wooden ships in the overseas, trans-Atlantic trade during' 
the fiscal year ending June 30, 1920. 

During the year ending June 30, 1920, the Tecruiting service 
of the Shipping Board continued to conduct its navigation and 
engineering schools for training licensed officers, its sea-train
ing bureau far training men below grade of licensed officers, 
and its sea-service bureau for placing on ships officers and 
men from all available sources, including its own training 
a:gencies. The 13 nn vigation and 6 engineering schools of the 
recruiting service, located on the Atlantic, Gulf, and Pacific 
coasts and the Great Lakes, turned out 5,673 graduates for 
the year ending June 30, 1920, of whom 4,197 were licensed--. 
about 73 per cent-quite a number of the remainder going to 
sea as cadet officers and in regular berths on ships to recci ve 
licenses later. These schools, since the opening of the first 
school in 1917, have graduated 13,412 students, of whom 9,642 
were licensed, 5, 784 as officers ; that is, as masters ( 263), first 
mates (430), second mates (1,788), and third matM (3,303); 
3,858 as engineers-that is, as chief engineers (183), first as
sistant engineers ( 519), second assistants (1,478), and third as· 
sistants (1,676). 

The board's school for training in operation of turbine en .. 
gines graduated 236 men in the year ending June 30, 1920, hav· 
ing graduated prior to June 30, 1919, 136 men. 

On May 3, 1920, the board started a school for the training 
of licensed engineers on the electric drive. 

The sea-training bureau during this :fisca.l year utilized 
wooden ships in actual trade, with three stations on land, to 
train seamen, the total number trained from the beginning of 
the bureau in January, 1918, to June 30, 1920, being 32,835. 

The sea- ervice bureau of tbe recruiting service, maintaining 
agencies at 21 American ports, placed 160,863 officers and men 
on American ships during the year ending June 30, 1920, nearly 
66 per cent of these being American citizens and about 15 per 
cent .being graduates of the recruiting service. 

By .Tune 30, 1920, the grand total of ships in the Ame1·ican 
merchant marine had grown to 3,404 vessels, with a gross ton
nage of 11,278,741, this wonderful increase being due mainly, 
to the continued rapid delivery of Shipping Board vessels dur
ing the six months following June 30, 1919. Of this graml 
total, tbe Shipping Board controlled 1,574 vessels, with a dead· 
weight tonnage of 9,358,421. By June 30, 1920, American bot
toms were carrying nearly 43 per cent of our foreign trade iQ., 

value, as against less than 10 per cent in 1914 and less than 28 
per cent in 1918, and all this was accomplished without a sub
sidy. As will be shown later, we were carrying more than 
half by June 30, 1920, in actual tons. 

Throughout the year encling June 30, 1920, the board con
tinued to reestablish trade routes in operation before the war 
in the order of their importance and to open new ones. It car· 
ried the American flag on freight vessels to regions where it 
bad never appeared, except at the head of an occasional tramp 
ship or had never been seen at all. By tbe end of that year 
the board had established 200 general cargo berths, affording 
229 shlpping services. Of these berths, 202 were between the 
United States and foreign ports and 7 between foreign ports. Of 
these 202 berths, 100 were from North Atlantic, 27 f rom South 
Atlantic, 54 from Gulf, and 21. from Pacific coast ports. Sail
ing from New York on February 6, 1919, the steamship Beatrice 
was the first steamer under the American flag en~r to touch 
the West Coast of Africa. A regular service was established 
to that coast with an average sailing every 35 days to June 30, 
1920. To meet competition, which was se-rerer there than per
haps any other region of the globe, the service was extended 
from the West Coast to the United Kingdom and return, with 
regular schedules. 

The ervices enumerated were cargo services exclusively. On 
June 30, 1920, the board established two combination freight 
and passenger services, one consisting of three vessels of a 
total of 25,680 dead-weight tons from New York to the east. 
coast of ·South America, the other, consisting of one vessel ot 
8,500 dead-weight tons, from New York to south and east 
Africa. 

For the continuance of its trade-route program the board 
had in operation on June 30, 1920, 1,294 steel vessels, with a 
total dead-weight tonnage of 8,253,416. 

Throughout the year ending June 30, 1920, the board con
tinued to extend its foreign super-rising organizations so as tQ 

. 
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cover the world's principal ports. It also began to encourage 
American firms establishing offices abroad with their own 
capital by consigning ·rnssels to them for handling. 

The board continued through the year now under observa
tion to exercise the powers of regulation conferred upon it by 
the shipping act of 1916, the preamble of that act having stated 
that one of its purposes was the regulation of carriers by water 
engaged in the foreign and interstate commerce of the United 
States. As we have seen, the war emergency dwarfed for a 
time the regulatory work, everything being subordinated to 
building and operating ships. 

The board exercised different rate functions through its 
division of regulation and its division of operations, respec
tlve ly. The former passed upon the reasonableness and just
ness of rates after their initiation by carriers. The latter, 
while operating vessels on its own account, actually fixed rates, 
and since the Shipping Board vessels were turned over to 
private operators, kept a large measure of control of rates by 
agreements with operators and through the power of alloca
tion. The latter's representative would serve as chairman of 
the steamship conferences which fixed rates in the various 
trades. These rates, if complained of, would come before the 
division of regulation for action the same as if made in the 
first instance independently of the board. The activities of the 
division of regulation in reference to conferences and contracts, 
agreements, understandings. and so forth, relating to rates, 
traffic, pooling of equipment, and other working arrangements 
filed under section 15 of the act of 1916, and subject to review 
ancl adjustment by the division, continued to grow throughout 
the year ending June 30, 1920, as did the number of complaints 
on the formal and informal dockets relating to rates, regula
tions, practices, classifications of commerce, embargoes, dam
ages to goods in transit, refusal to accept goods when tendered, 
and so forth. ' 

The merchant marine act of 1920 strengthened the act of 
1916 by prohibiting use of deferred rebates or other unfair 
practices in respect to export or import trade, empowering 
the board to determine by investigation whether any person 
not a citizen of the United States was violating these pro
visions, and authorizing the Secretary of Commerce to deny 
entry into any United States ports of vessels owned, operated, 
or controlled directly or indirectly by the offending party. 

During the year under discussion the board arranged for the 
continuance of the work of its port facilities commission by the 
Board of Engineers for Rivers and Harbors. 

On November 20, 1919, the Shipping Board consolidated its 
own marine and dock industrial relations division, which had 
handled labor problems connected with vessel operation, and a 
division of the Fleet Corporation which had handled those con
nected with ship construction into a new division, to be known 
as the division of industrial relations, and to deal with all 
labor questions with which the board might be related. It 
took about 60,000 men to man the vessels actually owned and 
controlled by the Shipping Board on June 30, 1920. During 
the war the board had felt responsible for industrial peace 
on both its own ru1d all other American-owned vessels. To aid 
the board in this task the private steamship owners and the 
marine labor unions on the Atlantic and Gulf coasts volun
tarily delegated to the board authority to fix such wage rates 
and working ruleS as it might deem fair, its decisions to be 
binding on all concerned. After the war it was tentatively 
agreed by all concerned that the board should no longer exer
cise this power, but should follow on its own vessels rates and 
standards agreed upon by negotiations between shipowners and 
maritime workers. To this policy the board adhered during 
the year we are now considering. At times it used its good 
offices to bring men and employers together. Partly due to its 
influence was the provision in the agreement effective May 
1, 1920, between owners _and th~ Atlantic and Gulf sailors', 
firemen's, cooks and stewards' unions for n grievance com
mittee to aid in preventing misunderstandings and in securing 
harmonious action. From July 8 to July 261 1919, a great 
marine strike by seamen held up practically all vessels enter
ing Atlantiic and Gulf ports, resulting in an advance in wages 
of about 20 per cent, which was still in effect on June 30, 1920. 

A :few days before the close of the fiscal year under discus
sion the engineers on ocean-going towboats struck in behalf 
of a demand for a third engineer, but were unsuccessful. 

During the war wages and working conditions or longshore
men at most United States ports were fixed by the National 
Adjustment Commission, composed of representatives se~ected 
by the Shipping Board, International Longshoremen's Associa
tion, and private employers of longshore labor, and so con
tinued by mutual consent fo1· several months after the armi-

stice. In September, 1919, the commission was reorganized on 
a peace-time basis, but did not include ports on tl1e Pacific coat-it 
or the Great Lakes, unless by special submission. It did not 
include coastwise longshoremen, except those on a few lines 
in North Atlantic ports. Many longshore labor difficulties 
arose during the year we are now considering, both among 
longshoremen under the commission's jurisdiction and those 
without it, one of these being a strike which tied up shipping 
operations for about a month in New York and New Orleans 
and which was caused by what was considered an inadequate 
advance in wages awarded by the commission, an advance 0t 
5 cents. Among the longshoremen outside the commission's 
jurisdiction there were serious strikes at San Francisco, Seat
tle, and Philadelphia, as well as among coastwise longshore
men at Atlantic and Gulf ports. 

In the case of labor rates in construction a.nd repair yards 
the board adhered in the main to the wages prevailing when 
the war closed, and this policy met the general approval of 
wage workers, although there were a number of strikes in 
some sections due to advances in some yards not being ex
tended to others, and so forth. By June 30, 1920, the number 
of employees in shipyards had decreased from 289,594 on July 
1, 1919, to 75,000. The construction program was rapidly near
ing completion. 

Through the second six months of 1919 the Emergency Fleet 
Corporation continued its construction work with results sur
passing those of the first half of that year. September, 1919, 
witnessed the delivery of 150 ships of over 3,000 dead-weight 
tons each, a total of 810,386 tons. Before 1917 the greatest 
output of ships in any one year was 1,457 vessels of 921,324 
dead-weight tons, including all vessels of 5 tons and over in 
1908. The tonnage of steamships alone produced in that year 
was 722,436 dead-weight tons. l\Iore ocean-going vessels were 
produced in September, 1919. than in any single year in the 
history of the United States prior to the Great War. This 
one month's production was greater than the average annual 
construction in the United States from 1890 to 1916, inclusive, 
that annual construction being 476,092 dead-weight tons. There 
was much speculation when the Fleet Corporation was organ
ized as to the maximum tonnage that could be produced in 
this country in a single year. Belief was expressed that 
2,000,000 tons could be delivered in 1918, 5,000,000 in 1919. 
Great Britain, at that time the greatest shipbuilding nation 
on earth, had never annually exceeded 3,000,000 tons. The 
actual performance of the United States was 3,030,406 dead
weight tons in 1918, with 533 ships; 6,379,823 tons in 1918, with 
1,180 ships; equal to three a day, including Sundays and holi
days. By June 30, 1920, the board had delivered 2,070 ships ot 
11,622,361 dead-weight tons, was outfitting 124 of 888,675 dead
weight tons, had on the ways 95 of 869,775 tons (dead weight), 
was preparing to build but hnd not yet laid the keels of 26 of 
294,900 dead-weight tons, a total of 2,315 ships of 13,675, 711 
dead-weight tons. , 

Of the delivered ships 874 were requisitioned steel, with a 
dead-weight tonnage of 2,594,166 ; 1,101 were contract steel with 
a dead-weight tonnage of 7,051,445; 589 were contract wood 
and composite with a dead-weight tonnage of 1,948,250; 6 were 
contract concrete with a dead-weight tonnage of 28,500. Ot 
the ships being outfitted 1 was requisitioned steel with a dead
weight tonnage of 4,300 ; 101 were contract steel with a dead
weight tonnage of 854,375; 18 were contract wood and composite, 
tonnage not given; 4 were contract concrete with a dead-weight 
tonnage of 30,000. Of the ships on the ways 9 were requisitioned 
steel with a dead-weight tonnage of 88,800; 84 were contract 
steel with a dead-·weight tonnage of 765,975; 2 were contract 
concrete with a dead-weight tonnage of 15,000. Those with 
keels not laid were all contract steel with a dead-weight tonnage 
of 294,900. 

As the number of ships multiplied it became evident that 
increased dry-dock facilities were essential to the fleet's main
tenance and operation. Frequently ships must be docked before 
delivery, and periodically all in service must be docked for 
underwater overhauling, repairs of damage by accident, strand
ing, and so forth. A survey showed the necessity of construct
ing 13 marine railways, 17 floating docks, and 2 graving docks. 
These projects were not profitable or practicable as private 
enterprises, and it became necessary for the corporation to aid 
in financing them. Funds for tMs purpose were provided by 
Congress in the sundry civil act of .July 1, 1918, and the de
ficiency act of November 4, 1918. By .June 30, 1920, 9 marine 
railways were complete and in operation, 2 were in process of 
construction, and work on 2 had been suspended. Five dry docks 
were complete and in operation, 11 were in process of construc
tion ; and work on 1 had been suspended. In addition, the 
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corporation itself was constructing 40 pontoons from which 8 fresh water. Vessels were subjected to three forms of trial
dry docks of 10,000 tons each were to be assembled. The 2 dock trial, full-power trial, and continuous full power sea 
graving <locks were complete and in operation. trial. The dock trial lasted for six hours, ·with the vessel in 

The breaking of all former records in rapidity and quality in ballast condition, during which the machinery, piping joints, 
ship construction during the year now occupying our attention and installation of equipment were carefully inspected and 
was due in large degree to the skill and energy of the shipyard tested. Then the vessel was subjected to a six-hour full-power 
workers. There were about 50,000 skilled mechanics in our trial away from the dock in order to t est its maneuvering qual
shipbuilding industry when the war began, a number expanded ities when without freight, to try out windlass and anchors, 
by intensi•e training received directly or indirectly from the winches, steering gear, boilers, turbines, auxiliaries, evapora
Fleet Corporation to 385,000. A vast supply of skilled labor tors, pumps, condensers, and so forth. A part of this trial was 
was thus made anilable for private construction which itself to stop the vessel, drop both anchors, run out all chain, so 
ha<l reached unprecedented proportions at the close of the year that fastenings could be examined, then to lift both anchors 
ending June 30, 1920. By· that time 29 of the 30 vessels built in at once, so as to determine the capacity of the windlass engine. 
Japan had sailed for the United States, the last one, the After passing these two trials the ship was delivered, subject 
Eastern Sword, being due for completion about August 5, 1920. to the third trial while loaded with cargo-the continuous full
One of the four Chinese ·rnssels under contract had been power sea trial. The third trial lasted 12 hours for steel ves
launclled with delivery expected in October or November, 1920. sels, 24 for wood. Machinery, auxiliaries, and equipment were 
Nineteen combination cargo and passenger ships were under again tested while the vessel was fully loaded and in actual sea 
construction on June 30, 1920, designed to carry a cargo dead service. Loose rivets, or rivets needing calking, which nearly 
weight of 8,000 tons, passengers and crew, fuel, fresh water, always develop to some extent in new ships loaded and at sea 
stores, all amounting to 3,000 tons, on a mean draft of 30 feet, f<>r the first time, were detected and put in proper condition. 
with a length of 535 feet each, an ordinary speed of 16 knots This last trial also developed the vessel's fuel and water con
wi th reserve power to increase this to 17! knots. The number sumption, speed while loaded, propeller strength, and steam-
of persons each could carry was 790. generating capacity. 

The steaming radius of most of these ships was 14,000 nautical Prior to these tests inspectors in the service of the Fleet 
miles. In addition se>en other combination cargo and passenger Corporation and of the classification societies constantly super
sltips were being built, with about 12,000 tons dead-weight vised the work of construction. Also, surveys of all vessels 
ca11acity each, 31 feet 9 inches mean draft, 14 knots speed, and to ascertain extent of running repairs and to make a record 
steaming radius of 15,000 nautical miles. The board was of their physical condition were made before they were turned 
always endeavoring to bring the fleet to a proper balance and over to managing companies under the new form of agreement 
to construct the most modern and efficient types of vessel. that was being adopted as rapidly as possible after the cessation 

A review of the financial accounts of the board from the be- of hostilities. Further surveys were made by the board's repre
ginning to June 30, 1920, shows a total appropriated for the sentatives from time to time to assure maintenance in good 
boartl of $3,109,745,041.65, an amount smaller by $441,000,000 condition and to prevent deterioration, and special surveys were 
than the total authorized by Congress. The items for which had in addition whenever necessary to ascertain damages from 
appropriations had been made were completion of requisitioned collision, bad weather, stranding, and so forth. During the 
ships, construction of ships by contract, plant an<l property, year ending June 30, 1920, about 1,500 surveys were conducted 
construction and acquisition, housing, transportation, dry docks and Shipping Board vessels through this constant and skillful 
and marine railways, foreign ship construction, original capi- supervision in both construction and operation soon established 
tal stock, and so forth. The largest single item was that of the reputation of being built, equipped, and operated as effi
contract ships, the appropriation for that purpose being $1,938,- ciently as any ships in existence. 
451,000, the authorization $2,884,000,000. The impression studiously cultivated in some quarters that 

.As the fleet increased the repair department continued to the Shipping Board fleet represents inefficient and wasteful con
grow in importance, its duties including review of designs for struction, hastily thrown together and unadapted to the require
sJlips under construction, preparation of designs for large cargo ments of modern commerce, is without any real foundation. 
vessels, approYal of plans for passenger ships, acceptance for With so many of these ships on hand that hundreds must to-day 
the diYi ion of operations of completed tonnage, survey of ves- be laid up during the present period of trade depression for 
sels to estabUsh tonnage ratings, and reconditioning of ex- lack of tonnage, the argument that we must tempt private 
enemy vessels. While the war continued the intense demand intc-rests to build more ships with generous loans and donations 
foi: rapid production for war purposes prevented many new from the United States Treasury dissolves into vacancy. 
designs from be~ng developed and confined construction largely By June 30, 1920, five of the ex-enemy passenger vessels had 
to the best of existing types. With the armistice the situation been reconditioned and placed in service, and six were in 
changed and pl:ms were at once made to adapt our shlpping process of reconditioning, together with three cargo ships and 
tonnage to modern and future mercantile needs. A review of three wrecking tugs. 
all existing plans was made by home and field offices and By June 30, 1920, the board had the remeasurement of ton
changes found desirable were made in all ships not yet laid nage well under way, excluding from tonnage on which ton
down or not too near completion. Thus the lessons learne<l nage ratings gross and net, the basis of wharfage, dock, port 
from ships in actual operation were embodied in the ships in and harbor, canal, and other operating expenses, were cal
process of construction. By September, 1919, all exist·ng plans culated, the inner bottom space used for fuel oil, stores, feed 
bad been thoroughly overhauled and revi eel, and most of the water or drinking water, light and air spaces, and so forth. 

· ships of the banner shipbuilding year of all time represented and thereby effecting immense savings in operating outlay, and 
the latest anc.l most practicable types of ocean-going vessels. placing our ships on an equality with others as to fixed charges 
The cost of modifying an<l adapting plans to meet the results in ports, canals, and so forth. 
of experience and observation was more than absorbed by oper- On June 30, 1920, the board of trustees of the Emergency 
ating economies thus made possible. New plans were devised Fleet Corporation consisted of ,V. S. Benson, president; John 
for cargo vessels of the larger kind with a capacity ranging A. Donald, vice president; John Barton Payne, and Martin J. 
from 10,000 to 15,000 dead-weight tons, plans representing the Gillen. On March 1, 1920, J. L. Ackerson, vice president in 
most modern conception of economical operation. A 12,000- charge of construction, had resigned and was succeeded by, 
dead-weight ton tanker of an entirely new type, having expan- R. L. Hague as director of the dh·ision of construction and 
sion tanks at the side, the center space being reserved for the repairs, this division representing a consolidation of two sepa
general cargo, was also designed. Instead of having one large rate divisions. 
room for the crew, as had been the custom, the quarters space In the division of operations Director John H. Rosseter had 
was subdivided into small rooms. Thus better accommodations resigned on October 31, 1919, to be succeeded by Director John 
for the crew were pronded, and the design in general was con- E. Cushing, wbo resigned on l\fay 31, 1920. Director Paul 
sidered a distinct improvement over existing vessels. Foley succeeded Cushing. 

The repair department assisted the board in connection with By June 30, 1920, the division of operations of the Emergency 
trial trips and acceptance of new vessels. Ships built by the Fleet Corporation had under its control 1,502 vessels, with a 
Fleet Corporation always had thorough tests before they were I dead-weight tonnage of 9,367,551. Over 1,000 of the e were em
delivered, tests arranged for the detection of defects in hull or ployed in foreign trade to the principal ports of the entire 
machinery. Prior to the trial trips all vessels were equipped world. They were holding their own with the ships of other 
completely for sea work. Wood ships were docked, recalked, the nations, and the American flag was once more the symbol of as 
seams cemented, and two coats of copper paint given the under- efficient a shipping service as seas or f'hores had ever known. 
water body. Steel ships were docked and cleaned if since the During the six months ending June 30, 1920, the number of all 
last docking or since launching more than 42 days had passed. .American vessels in the export and import trade of the United 
This rule did not apply if the steel vessels had been lying in States was 9,550, with 51,534,620 dead-weight tons, or 22,724,217 
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cargo tons. Tbe number of all foreign ships in this trade was 
G,008, with 35,397,080 dead-weight tons, or 15,273,967 cargo tons. 
Of the number of ships engaged the United States had 61.4 
per cent; foreign ships, 38.6. Of the dead-weight tonnage rep
resented the United States had 59.3 per cent; foreign ships, 40.7. 
Of the cargo tonnage carried the United States had 60.8 per 
cent; foreign ships, 39.2. The ratio of cargo tonnage to dead
weight tonnage was for United States ships, 44.1 per cent; for 
foreign ships, 41.5. In value American-borne tonnage equalled 
nearly 43 per cent of the whole. 

On l\farcb 1, 1920, the method of ra~ making was changed by 
the adoption of a new· form of agreement for the operation of 
Shipping Board vessels, known as managing agency agreement 
No. 3. This form of agreement was based on the idea of profit 
sharing, and cargo rates thereunder were made by conferences 
of Shipping Board managing agents, conferences organized un
der the supervision of the traffic department of the Division of 
Operations. Managing agents were permitted to make rates 
on full and bulk cargoes subject to current market quotations. 
After these new conferences began to function the rates division 
no longer i,,sued tariffs. Four general conferences of the kirid 
indicated were established-the North Atlantic, with headquar
ters at New York; the South Atlantic, with headquarters at 
Savannah; Gulf, with headquarters at New Orleans; Pacific 
coast, with headquarters at San Francisco. Subcommittees 
operated at the other ports in each district covering cargo serv
ices to all sections of the globe. The result was a complete 
steadying of rates in some trades and improved rate conditions 
in all the rest. Under the new system conference rates were 
required to represent a unanimous vote, all disagreements be
ing submitted to the board. Even unanimous-rate changes, if 
drastic, bad to be submitted to the board for approval. 

It may be interesting to point out that of the entire Shipping 
Board fieet in active operation on June 30, 1920, there were 
170 wood vessels, with an aggregate tonnage of 628,384. About 
50 per cent of these were in the trans-Atlantic trade, and 5 
were operating abroad under the London office. 

An inventory Of the assets of the Fleet Corporation on June 
30, 1920, showed a total value of $3,537,726.94, as against total 
appropriations from the beginning of more than three hundred 
millions less than that run<mnt. 

RevieWing the work of the Shipping Board to June 30, 1920, 
w~ may well pronounce it one of the most thrilling and stupen
dous a.ccomplisbments of all time. In rapidity of ship con
struction it shattered all existing records and reached a mark 
far exceeding anything that had been deemed possibie. In 
adapting its program to peace conditions its achievements were 
equally amazing. In an incredibly short time it converted a 
fleet shaped principally for the carrying needs of war into an 
aggregation of merchant ships superbly fitted for the commer
cial demands of peace. 
· In 1914 the American flag bad all but vanished from the 
sea · ; in 1920 it was mirrored in all the waters of the globe. 
Under the supervision and inspiration of the Shipping Board 
American merchant ships were furnishing in 1920 more than 
half om· foreign-trade tonnage in quantity and nearly 43 per 
cent in money value. I am endeavoring to outline the com
plicated and imposing responsibilities, tasks, and duties de
volving on the Shipping Board in the regulation and develop
ment of American commerce on the oceans and in the con
struction of suitable facilities therefor and the manner in 
which it has met them in order to show that its record consti
tutes an everlasting example of the highest capabilities of 
American genius, American vision, American skill. For the 
workers and the ofilciaJs who performed that history-crowning 
feat tbe1·e should be naught but praise and honor. It is a 
brilliant tribute to the capacity of the American people to exe
cute vast national projects through the American Go\ernment. 

It will be remembered that under the act of 1916 there was to 
.be no direct construction or operation of ships by the Shipping 
1Board, except for a period of five years from the conclusion of 
the war, and no direct operation of any vessel during that period 
.until after the board had made every reasonable effort to sell, 
lease, or charter the vessel to a private owner. This act became 
·law in September, 191G, but before its policies could be put into 
active practice we became involved in the European war and the 
slllpping situation fundamentally changed. The war shipping 
,acts of June, 1917, and subsequent dates gave the Shipping 
Board, mainly by delegation by the President of part of his war 

1
power, practically unlimited authority to construct, commandeer, 
•purchase, lease, and operate ships, and to control practically all 
'American sllipping. It was under these war shipping acts, radi
c-ally altering the policy contemplated in the peace-time shipping 
act Of 1916. thut the enormous construction program heretofore 
described was accompli hed, and the immensely difficult and 

complicated tasks imposed upon the board during the war were 
discharged. After the armistice the supply of tonnage for the 
return of the troops, for European food relief, and for coal 
mo-rnments to su~tain the Navy represented further demands 
growing out of war conditions, although acti"\'e hostilities had 
ceased. Af3 soon as it could possibly do so, the board began to 
adapt its plans and policies to the de-velopment of a merchant 
marine adequate to permanent and normal commercial needs 
and to provide for private operation. The board was returning 
as quickly as it could reasonably do so to the spirit and purpose 
of the act of 1916. 

Such was the situation in June, 1920, when a new shipping 
act, known as the merchant marine act of 1920, became operative. 
A review of that act is essential at this point. 

Section 1 of that act declares that it is necessary for the na
tional defense and for the proper growth of its foreign and 
domestic commerce that the United States shall have a merchant 
marine of the best equipped and most suitable types of vessels 
sufficient to carry the greater portion of its commerce and serve 
as a naval or military auxiliary in titne of war or national 
emergency, ultimately to be owned and operated privately by 
citizens of the United States; that it is hereby declared to be 
the policy of the United States to do whatever may be necessary. 
to develop and encourage the maintenance of such a merchant 
marine, and, in so far as may not be inconsistent with the ex
press provisions of this act, the United States Shipping Board 
shall, in the disposition of vessels and shipping property as here
inafter provided, in the making of rules and regulations and in 
the administration of the shipping laws, keep always ln vie"\v 
this purpose and object as the primary end to be obtained. 

Section 2 repeals a number of emergency shipping measures 
enacted during the war, to wit, the emergency shipping act of 
June 15, 1917, as amended and certain other acts and parts 
of acts, and then repeals sections 5, 7, and 8 of the act of 1916 
which have been already described. ' 

Sections 3 and 4 increase the number of commissioners to 
seven and increase their salaries to $12,000 each. Section 3 
reenacts section .3 of the act of 1920 with little further change, 
except to prescnbe more specifically the geographical distribu
tion of the boa:rd and to authorize a division of duties amon(J' 
the commissioners. This section also provides that the board 
shall have such other rights and duties not inconsistent With 
the merchant marine act of 1920 as are conferred by existing 
law. 

Section 4 of the merchant marine act of 1920 provides that 
vessels and property acquired by the President under the acts 
repealed by section 2, or under the joint resolution of May 12, 
1917 ( 40 Stat. 75), authorizing him to take possession of enemy 
vessels, except such as may in the President's opinion be 
required by other branches of the Government, be transferred 
to the Shipping Board-vessels in the military a.nd naval serv
ice, including those assigned to river and harbor work, and 
so forth-to be exempt from this act. 

Section 5 provides that . the Shipping Board shall sell as soon 
as practicable, consistent with good business methods and the 
purposes and policy of this · act, to citizens of the United Stntes, 
except as provided in section 6, all vessels transferred under 
section 4 or otherwise acquired. The sale is to be made on 
terms and conditions prescribed by the board, but payment of 
purchase price must be completed within 15 years after sale. 
The board is to take into consideration in fixing price the pre
vailing market price, supply, and demand for \essels, freight 
rates, construction cost of similar vessels at the time, as well 
as actual cost of vessels to be sold, and any other facts which 
would influence a prudent business man in a similar situation. 
Sales are to be subject to restrictions on. transfer to aliens, 
prescribed in section 9 ot the act of 1916 as amended by sec
tion 18 of this act. 

Section 6 provides that the board may sell to aliens on 
similar basis as in section 5 to citizens such vessels as it 
deems unnecessary to promotion and maintenance of an effi
cient merchant maJ.'!-ne, such action to be taken only by vote of 
five members on inability after diligent effort to make a sale 
under section 5. Reasons for the sale are to be entered on 
the board's records. Completion of payment is not to be de
ferred more than 10 years after sale, deferred payments to 
bear interest at not less than 5i per cent payable semiannually. 

Section 7 authorizes the board to determine as soon as pos
sible and from time to time thereafter what steamship lines 
should be established and put in operation from ports in the 
United States or any Territory, district, or possession thereof 
to such world and domestic markets as in its judgment are 
desirable for the promotion, de1elopment, expansion, and main
tenance of the foreign and coastwise trade of the United Stutes 
and an adequate postal service, and to determine tlle type, 
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size, speed, -and other requirements of the vessels to be em
ployell on such lines and the frequency and regularity of their 
sailings with a view to furnishing adequate, regular, certain, 
anll permanent service. 

The board is authorized to sell, and if satisfactory sale can 
not be made, to charter such of the vessels referred to in sec
tion 4 of this act or otherwise acquired by the board, as will 
meet these requirements, to responsible persons who are citizens 
of the United States and who agree to establish and maintain 
such lines on such terms of payment and other conditions as 
the board may deem just and necessary to secure and maintain 
the service clesire<.1. If no such an agreement can be made 
the board shall operate vessels on such line until business is de
veloped, so that such vessels may be sold on satisfactory terms 
and the service maintained, or unless it shall appear with~n 
a reasonable time that such line can not be made self-sustain
ing. The Postmaster General is authorized to contract for 
carrying the mail on such lines at prices agreed upon by him and 
the board, notwithstanding the act of March 3, 1891, directing 
contracts to be made w.ith the lowest responsible bidder. Pref
erence in sale or assignment of vessels for operation on such 
lines is to be given to persons, citizens of the United States, 
who have the !?Uppo1:t, financial or otherwise, of the domestic 
communities primarily interested in such lines if the board is 
satisfied of the ability of such persons to maintain the service, 
or to persons, citizens of the United States, who may then be 
maintaining a service from the port of the United States to 
or in the general direction of the world market port to 
which the board has determined that such service should be 
established. 'Vhere steamship lines and regular service have 
been established and are being maintained by ships of the 
board at the time of the enactment of this act, such lines and 
service shall be maintained by the board until in the opinion 
of the board the maintenance tbereof is unbusinesslike and 
against the public interests. Wherever Government service 
is in operation in addition to private American service, Govern
ment rates are to be not less than cost plus proper interest 
and depreciation charges on vessels and equipment employed. 

Section 8 provides that the board in cooperation with the 
Secretary of War shall investigate zones tributary to ports 
with a view to port development and development of transpor
tation facilities in connection with water commerce, taking 
into consideration revenues of transportation by rail, water, 
and highway and natural direction of :flow of commerce; also 
the congestion of ports, proper equipment of terminals, and so 
forth, with a view to advising communities; also the practi
cability and advantages of harbor, river, and port improvements 
in connection with foreign and coastwise trade; and the board 
is also authorized to submit findings to the Interstate Com
merce Commission as to railroad rates and other conditions 
detrimental to water transportation. 

Section 9 provides that the board shall require in connec
tion with deferrecl payments that vessels be kept insure<!, as 
prescribed by the board. 

Section 10 requires the board to create out of net re>enue 
from operations and sales and maintain a separate insurance 
fund to protect the interest of the United States in vessels 
constructed or partly constructed and plants or materials ac
quired by or transferred to the board. 

Section 11 prffrides that the board, during a period of five 
years from the date of this act, may annually set aside out 
of the revenues from sales and operations a sum not exceed
ing $25,000,000, to be known as its construction loan fund, to 
be used in aid of the construction of ve sels of the best and 
most efficient type, on such terms as the board may prescribe, 
by persons, citizens of the United States, in private shipyards 
in the United. States. No loan is to be for more than two-thirds 
of the cost of the vessels constructed and the board is to re
quire security, including first lien on the vessel, for repayment, 
with interest, and for maintenance of the service for which the 
>es el is built. 

Section 12 pro>ides that all >essels may be reconditioned and 
kept in suitable_ repair and, until sold, shall be managed and 
operated by the board or chartered or leased by it on such 
terms as are deemed wise in the promotion and maintenance 
of an efficient merchant marine, pursuant to policy and pur
poses declared in sections 1 and 5 of the act-sections requir
ing sale at earliest practicable time; that the Fleet Corpora
tion shall continue in existence and haYe authority to operate 
vessels, unless otherwise directed by law, until all Yes.c;els 
are sold in accordance with this act and notwithstanding sec
tion 11 of the shipping act of 1916, which terminates the corpo
ration fiye years after the close of the European war. 

Section 13 authorizes the board to sell any property other 
ihan vessels transferred under section 4 on such conditions 
JlS it may prescribe. ' 

Section 14 provides that net proceeds derived prior to July 
1, 1921, from activities under this act or the shipping act, 
or the acts specified in section 2 of this act, except amounts 
needed for operating capital for purposes of section 12, or for 
insurance fund under section 10, or for construction loan fu~d 
under section 11, shall be covered into the Treasury to the 
credit of the Shipping Board, to be available for construction, 
purchase, and so forth, of vessels ''ithin authorized limits; 
that after July 1, 1921, such net proceeds, less such an amount 
as may be authorized by Congress to be withheld as operating 
capital and less such sums as may be needed for such insur
ance and construction loan funds, shall be covered into the 
Treasury as miscellaneous receipts; that the board shall as 
rapidly as it deems advisable withdraw investment of Govern
ment funds made during emergency under the authority con
ferred by the acts or parts of acts repealed by section 2 of 
this act and cover the net proceeds thereof into the Treasury 
of the United States as miscellaneous receipts. 

Section 15 provides that the board shall not require payment 
from the War Department for the charter hire of vessels 
owned by the United States Go\ernment furnished by the board 
from July 1, 1918, to June 30, 1919, inclusive, for · the use of 
such department. 

Section 16 terminates all authority of Emergency F leet Cor
poration fo purchase, build, requisition, lease, exchange, or 
otherwise acquire houses, buildings, or land under the act 
of 1\larch 1, 1918, provided that expenditures may be made 
under said act for repair 'Of houses and buildings already con
structed and the completion of such houses or buildings as 
have heretofore been contracted for or are under construction, 
if considered advisable, and the board is authorized and di
rected to dispose of all such properties, or the interest of the 
United States in such properties, at as early a date as prac
ticable consistent with good business arid the best interests of 
the United States. 

Section 17 directs the boaru to take over on January 1, 1921, 
and maintain and develop all docks, terminal facilities, and so 
forth, acquired by the President under the act of March 28, 
1918--that is, the former property of the North German Lloyc.l 
and Hamburg-American lines. The President is authorized to 
transfer to the board at any time the terminal facilities, and 
so forth, acquired during the war emergency for military or 
naval uses; also to direct temporary transfer back to the War 
01· Navy Departments when necessary; and no such property 
is to be sold except as provided by law hereafter. 

Section 18 reenacts section 9 of the shipping act of 1916, re
lating to registry, enrollment, license, and documentation of 
Yessels acquired from the Shipping Board, with some slight 
amendments. It omits reference in said section 9 to war or 
national emergency conditions. 
· Section 19 relates to the duties of the Shipping Board, and 
requires that it shall make all necessary rules and regulations 
to carry out the provisions of this act; that it shall make spe
cial regulations to meet conditions unfa.vorable to trade arising 
from foreign laws, practices, and so forth ; that it shall request 
modification of regulations of other governmental agencies 
affecting foreign shipping, except those of the Public Health 
Service, Consular Ser>ice, and Steamboat Inspection Service ; 
that no regulation affecting foreign shipping shall be hereafter 
established by any Government agency, except those last named, 
until such regulation has been approved by the President; that 
the President shall determine the differences between the board . 
and any other agency making the regulations before alluded to; 
that no regulation shall be established giving vessels owned by 
the "Cnited States any preference over documented Yessels 
owned by citizens. 

Section 20 amends section 14 of the shipping act of 191G and 
adds a new section to that act-14a-both sections relating to 
rebates, use of "fighting ships" in beating down competition, 
retaliations, and discriminations against shippers, and provid
ing how they shall be dealt with, and so forth. The summary 
given to these sections in my synopsis of the shipping act of 
1916 covers the amendments made by section 20 of the merchant 
marine act of 1920, the act now under review. 

Section 21 provides that the coastwise laws shall extend to all 
island territories and possessions from February 1, 1922; that 
the board shall establish adequate steamship service at reason
able rates prior to the expirntion of such year and maintain such 
service until it can be taken over and operated on satisfactory 
terms by private capital, the President to extend period allowed 
for establishment of adequate service if it is not established by. 
February 1, 1922, so long as may be necessary in the case of any 
Territory or possession; that the Philippine G-Overnment is 
authorized to regulate shipping between Philippine ports until 
Congress authorizes the registry of Philippine vessels as ves
sels qf the United States, this section not to take effect as to 
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theJ ·Philippines until the ·President by proclamation, after full 
investigation of local needs, declares that an adequate service 
has been established and fixes a date for such taking effect. 

Section 22 repeals the act of October 6, 1917, authorizing 
Shi1)ping Board to permit foreign-built vessels admitted to 
American registry and vessels of foreign registry to engage in 
the coastwise trade until 120 days after close 'of war, but pro
vides that foreign-built Yessels admitted to · American registry, 
owned by persons citizens of the United States February 1, 
1920, and foreign-built vessels now owned by the United States, 
when sold to and owned by persons citizens of "the United 
States, may be admitted to coastwise trade while so owned, and 
also provides that the board is authorized to permit carrying of 
passengers between Hawaii and the Pacific coast in foreign 
vessels until February 1, 1922. · · · 

Section 23 provides that owners of documented vessels in 
foreign trade be allowed for the next 10 taxable years, as de
duction from net income under war-profits and excess-profits 
taxes the net earnings of such vessels, determined as prescribed 
by the board, on condition of investing at least three times 
what would have been the tax, as certified by the Secretary of 
the Treasury, in the construction in American shipyards of new 
vessels under regulations prescribed by the board; that citizens 
selling during the next 10 years any documented vessel built 
prior to January 1, 1914, should be exempt from income, war
profits, and excess-profits taxes on proceeds of sale if en
tire proceeds are invested in construction in American ship
yards of new Yessels to be documented under United States 

· laws and of a type approved by the board. 
Section 24 provides that all United States mails carried on 

vessels shall be carried, if practicable, on American-built ves
sels documented under our laws; that contracts for carrying 
mails on such Yessels shall not be assigned or sublet, nor shall 
mail covered by such contracts be carried on other vessels, no 
money to be paid on the contract in case of violation of these 
provisions; that the Shipping Board and the Postmaster Gen
eral shall determine reasonable rates of compensation in aid 
of the development of an American merchant marine and of a 
satisfactory postal service; that the Postmaster General is 
authorized to enter into contracts at such rates, within limits of 
appropriations made, notwithstanding the act of March 3, 1891, 
which directs that contracts be made with the lowest responsible 
bidder. 

Section 25 provides that an Government departments, boards, 
bureaus, and so forth, shall recognize the American Bureau of 
8bipping as their agency as long as it is maintained as B.; non
dividend-paying organization with no capital stock for pur
poses connected with the classification of Government-owned 
vessels ; that the Secretary of Commerce and the chairman of 
the Shipping Board shall appoint one representative each on 
the executive committee of this bureau, to be accepted by it 
as active members; that such representatives shall serve with
out pay, except traveling expenses; that the official list of 
merchant vessels published by the Government shall hereafter 
contain a notation clearly indicating all vessels classed by the 
American Bureau of Shipping. 

Section 26 provides that cargo vessels documented under 
United States laws may carry not over 16 persons in addition to 
the crew without being classed as " vessels carrying pas
sengers" under the inspection laws, but that regulations as to 
life-saving equipment must be complied with; that persons other 
than members of the crew shall be notified as to any dangerous 
articles on board or other risk of safety; that the privileges 
of this section be extended in the foreign trade to the cargo 
vessels of any nation which allows the like privilege to cargo 
vessels of the United States in trades not restricted to Yessels 
under its own flag. 

Section 27 provides that no merchandise shall be transported 
by land or water on penalty of forfeiture between ports in the 
United States or its posses ions subject to the coastwise laws in 
a 'Vessel other than one built in the United States, documented 
under the laws of the United States, and owned by United States 
citizens, or a yessel to which these privileges extended by ·section 
18 or section 22, above, this section not to apply to shipments 
between places in the United States-not including Alaska-oyer 
through routes recognized by the Interstate Commerce Com
mission and including Canadian railroads and ''rnter connec
tions, nor to become effective as to the Yukon River until the 
Alaska Railroad jg completed and the Shipping Board finds 
that proper transportation facilities will be furnished by our 
citizens. 

Section 28 provides that no common carrier shall charge 
for transportation. subject to the interstate commerce act, of 
persons or property under any joint rate, fare, or charge, or 
under any export, import, or other proportional rate, fare, or 

charge based .in whole or in part on the fact that the i;>ei·sons 
or property affected thereby ai:e to be transported to, or have 
been transported from, any port in a possession or depe.p.dency 
of the United States, or in a foreign country, by a cafrier by 
water in foreign commerce, any lower rate, fare, or charge 
than that chai-ged, coUected, or received by it for the trans
portation of persons or of a like kind of property for the same 
distance, in ·the same direction, and over the same route, in 
connection with commerce wholly within the United States, 
unl~ss the vessel so transpo~·ting such persons or, property is; 
or unless it was at the time of such transportation by water, 
documented under the laws of the United States; that when
ever the board is of opinion, however, that adequate shipping 
facilities to or from any port in a possession or dependency 
of the United States or a foreign country are not afforded by 
the vessels so documented it shall certify this fact to the 
Interstate Commerce Commission. and the commission may by 
order suspend this section for such time and under such terms 
as it may prescribe; that such suspension may be terminated 
by order of the commission whenever the board is of opinion 
that adequate shipping facilities by such vessels to such ports 
are afforded and shall so certify to the commJssion. 

Section 29 provides that antitrust laws are not to apply to 
marine-insurance association, pools, and so forth, for marine 
insurance and reinsurance business in the United States and 
abroad. 

Section 30 contains a number of provisions relating to ship 
mortgages, embodying the recommendations of a special com
mittee of the board which had investigated this subject under 
direction of section 12 of the shipping act of 1916. Section 30 
of the act of 1920, the act under review, is commonly known 
and cited as the "ship mortgage act." Its object, as heretofore 
indicated, is to improve the character and negotiability of mort
gages on ships. 

Section 31 amends section 4530, Revised Statutes of the 
United States, so as to provide that every seaman on a United 
States vessel shall be entitled to receive on demand from the 
master half of the balance of his "-ages earned and remaining 
unpaid at the time when such demand is made at every port 
where such vessel, after the voyage has commenced, shall load 
or deliver cargo before the voyage is ended, and all stipulations 
in the contract to the contrary shall be void, provided such de-· 
mand shall not be made before expiration of, nor oftener than· 
once in, five days nor more than once in the same harbor on 
the same entry; that any failure on the master's part to com
ply with this demand shall release the seaman from bis con
tract and entitle him to all wages earned; that when the voyage 
is ended every such seaman shall be entitled to remainder of 
wages due him, as provided in section 4529 of Revised Statutes,· 
provided that notwithstanding any release signed by any sea
man under section 4552, Revised Statutes, any court ha\~ing 
jurisdiction may, on good cause shown, set aside such release 
and take such action as justice shall require; and provided 
further, that this section shall apply to seamen on foreign 
vessels while in harbors of United States, and the courts of 
the United States shall be open to such seamen for its en
forcement. 

Section 32 amends paragraph (a) of section 10 of the act 
entitled " An act to remove certain burdens on the American 
merchant marine and encourage the American foreign-carrying 
trade, and for other purposes," approV"ed June 26, 1884, so as · 
to provide that it shall be unlawful in any case to pay any 
seaman's wages in advance of the time when be has actually 
earned them, or to pay such advance wages, or to make any 
order or note or other evidence of indebtedness therefor to 
any other person, or to pay any person for the shipment of 
Eieamen when payment is deducted or to be deducted from a 
seaman's wages; that any person violating this section shall 
be fined not less than $25 nor more than $100, and may also 
he imprisoned for not exceeding six months; that payment 
of such ad-ranee wages or allotment, whether made within 
or without the United States or territory subject to the 
jurisdiction thereof, shall in no case, except as herein provided, 
absolYe vessel or master or owner from full payment of wages 
after same shall haYe been actually earned, and shall be no 
defense to a libel suit or action for the recovery of such wages; 
that any person demanding or receiving, directly or indirectly, 
from any seaman or other person seeking employment as sea
man, or from any person on his beha!f, any remuneration what
ever for proYid ing him with employment shall be subject to 
imprisonment for not more than six months or fined not more 
than $500. 

Section 33 amends section 20 of an act of March 4. 1915, so 
as to provide that any seaman suffering personal injury in 
course of employment may at his election maintain an action 

• 
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for damages at Jaw with the right of tlial by jury, and that 
in such action all statutes of the United States modifying or 

'extending the common-law right or remedy in cases of per
sonal injury to railway employees shall apply; that in case o! 
death re ulting from such personal injury the personal repre
sentatives of such seaman may maintain similar action and the 
United States Statutes refen·ed to shall also apply; that juris
diction in such eases shall be under the court of the district 
in which the defendant employer resides or in which his prin
cipal office is located. 

Section 34 provides that in the judgment of Congress articles 
or provisions in treaties or conventions to whic!l the United 
States is a party which restrict the right of the United States 
to impose discriminating customs duties on imports entering 
the United States in foreign vessels and in vessels of the United 
States, and which also restrict the right of the United States 
to impose discriminatory tonnage dues on foreign vessels and 
on vessels of the United States entering the United States 
should be terminated and that the President is hereby author
i7J€d and directed, within 90 days after this act becomes law, to 
give notice to the several governments, respectively, parties to 
such conventions or treaties that so much thereof as imposes 
any such restriction on the United States will terminate on the 
expiration of such periods as may be required for the giving 
of such notice by the provisions of such treaties or conventions. 

Section 35 provides that the power and authority vested by 
this act in the Shipping Board, except as herein otherwise spe
cifically provi<le<l, may be exercised directly by the board or by 
it through the United States Shipping Board Emergency Fleet 
Corporation. 

Section 36 provides that unconstitutionality of any provision 
of this act shall not affect the remainder of the act. 

Section 37 provides that when used in this act, unless the 
context otherwise requires, the terms "person," " vessel," 
"documented under the laws of the United States," and "citi
zen of the United States" shall have the meani,ng assigned them 
by sections 1 and 2 of the shipping act of 1916, as amended by 
this act; that the term " board " means the United States 
Shipping Board, and the term " alien " any person not a citi
zen of the United States. 

Section 38 amends section 2 of the shipping act of 1916 so 
as to require ownership by United States citizens of 75 per 
cent of a corporation, and so forth, to enable it to ope.rate 
ve sels in coastwise tJiade and so as to apply ss.me definitions 
to this 75 per cent interest as is applied in that section to 
the term " controlling interest " in connection with American 
citizenship. 

Section 39 provides that this act. may be cited as the "mer
chant marine act, 1920.'' 

Having made this review of the act of 1920, let us briefiy 
compare it with the act .of 1916. 

The act of 1916 contemplated Government construction of 
sllips by the bGard in the form of a corporation :whenever the 
Shipping Board might deem sueh action essential to a properly 
developed and balanced merchant marine, such construction to 
be had preferably in priYate shipyards. 

The act of 1920 contemplated no new Government construc
tion, except such as might have been begun under the war 
shipping acts and might be deemed worthy of continuance, but 
estnblished a loan fund of $25,000,000 to aid private construe-

. tion in private shipyards and provided certain tax remissions 
to encourage the use of earnings in further ship construction 
by private interests. It is also provided that all existing con
tracts or agreements should be carried out. 

Tbe ad of 1916 provided that effort should be made to se
cure immediate private operation of all ships constructed by 
the board in its corporate form, and in the e>ent of failure that 
the board should in said corporate form, a form that came to be 
known as the Emergency Fleet Corporation. operate such ships 
for five years after the close of the war, at which time the said 
corporation should be dissolved and private operation become im
perative. The construction function was to continue indefi
nitely, not to supplant private construction but to supplement, 
round out, and complete the merchant marine from the stand
point of the national interest. The existence of such a func
tion in the Government serves as a check against undue or 
extortionate costs in private yards and insures a properly bal
anced merchant fleet. The national interest-that is, the in
terest of the people as a whole-in a merchant marine is too 
fundaznental and far-reaching to justify its entire delegation 
to private concerns. There are frequently instances where 
private interests would not develop a merchant marine as 
comprehensi_vely as would be the case if the Government 
retained this supplementary construction function. For in
stance, a ship line in a new region might be ultimately desir-

able, but on account of initial risks and the uncertainty at
taching to a venture in an untried situation private capital 
might never undertake the task, especially when enterprises 
in existing routes were constantly bidding for new funds and 
offering well-known security. 

Here the Government could well exercise its construction 
function, see to it that the new and unfamiliar route was 
thoroughly tried out, and after finnly establishing it turn it 
over to private interests whose good faith and cn.pacity were 
ascertained. The higher interests of the Nation as a whole 
would be subserved, its commerce permanently improved, al
though an actual profit in dollars and cents, the only profit 
private enterprise knows, might not appear in the Government 
ledger. 

The act of 1920 contemplated operation by the Shipping Board 
and the Emergency Fleet Corporation, directly or by contract, 
until all the ships owned by the Government should be old, 
and provided that the board should conduct all its activities 
with a view to the sale of all those ships to private interests 
on such terms as a fair return and good business judgment 
would dictate. To this end the act of 1920 repealed that portion 
of the act of 1916 terminating the Fleet Corporation five years 
after the war and prov"ided that it should continue to function 
until all the ships were sold. In the meantime it empowered 
the board to establish new routes and, if private parties could 
not be found in the first instance to accept charters for vessels 
therein, to operate such vessels lmtil the routes should be so 
definitely esta.blish~d as to make private sale practicable or 
until they hnd been shown to be incapable of economical de
velopment. 

The act of 1920 strengthened the\l'egulatory provisions of the 
act of 1916 relating to all our shipping, and enlarged and added 
other valuable functions, and added other provisions of di tinct 
merit, all of which have been enumerated. 

The principal change of policy embodied in the act of 1920 
was to terminate construction power conferred on the Govern
ment by the act of 191G, a power essential, in my judgment, to 
the preservation of the .national interest in a merchant marine ; 
a power needed not to displace but to supplement, round out, 
and gun.rd against the excesses of private enterprise. 

We are now in position to examine the operations of the 
Shipping Board under the act of .Tune 5, 1920, known com
monly as the merchant marine act of 1920. I have already out
lined the history of the board to June 30, 1920. I now invite 
attention to its transactions during the year ending June 30, 
1921. As heretofore indicated the act of 1920 created a new 
board to consist of seven members, but provided that the exist
ing board should continue in office until all the new collliilis
sioners should be appointed and qualify. Congress adjourned 
the day after it passed. the act of 1920, and on the .day the 
President approved it, June 5, and failed to make appropriation 
for the salaries of the new l:>oard. Under such conditions it 
became difficult to find men who would accept recess appoint
ments to the board. As we have already seen, the board at 
the time the act of 1920 became law consisted of Admiral Ben
son, chairman, and John A. Donald. On NO'rnmber 10, 1920, 
i·ecess appointments were accepted by the following : W. S. Ben
son, chairman, Frederick I. Thompson, John A. Donald, J. N. 
Teal, Chester A. Rowell, Guy D. G9ff, and Charles Sutter. These 
gentlemen qualified in so far as they could personally do so on 
December 1, 1920, but they we.re not confirmed by the Senate, aml 
on March 4, 1921, their terms lapsed. President Harding on March 
11, 1921, designated Admiral Benson by letter to act as chair
man until a new board could be appointed. On June 9, 1921, 
the new board authorized by the act of June 5, 1920, was ap
pointed as .follows: Albert D, Lasker, chairman, from the 
interior, term six year~, qualified June 13, 1921; T. V. O'Connor, 
vice chairman, from the Great Lakes, term five years, qualified 
June 15, 1921; George E. Chamberlain, Pacillc coast, term four 
years, qualified June 13, 1921; Edward C. Plummer, Atlantic 
coast, term three years, qualified June 14, 1921; Frederick I. 
Thompson, Gulf coast, term two years, qualified June 13, 1921; 
.Meyer Lissner, Pacific coast, term one year, qualified Jl).Ile 11, 
1921; W. S. Benson, Atlantic coast, term one year, qualified 
June 13, 1921. A year later Lissner and Benson received six
year appointments. 

These gentlemen were all confirmed by the Sen:ite. At the 
foot of the list of the members of the new board was placed, 
it will be noted, Admiral Benson, the man who almost alone had 
administered the ti·emendous undertakings of the board for 
many critical months with conspicuous capacity and fidelity. 
What a tribute to him and to l\lr. Donald it is tllat the work of 
so extensive an institution was bandle<l so ably under their su
pervision against a storm of misrepresentation and attack such 
as has been rarely seen in American history. 
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l\lr. FLETCHER. l\lr. President--
Mr. SHEPP ARD. I yield to the Senator from: Floridll.. 
Mr. FLETCHER. May I interrupt the Senator to say that 

was h·ue, notwithstanding the fact that the law under which 
they were acting required certain important things to be done 
only by a vote of the majority of the members of the board. 
So that, not having a majority of seven on the board, they 
were unable to get a majority vote on many propositions which 
might have been worked out if they bad bad a full board. 

Mr. SHEPP ARD. I am glad the Senator has called attention 
to this. 

During the year now under review a new managing agency 
agreement, known as 1\10-4, was devised by a standing com
mittee, consisting of representatives of the board and repre
sentati"rns of the managers. This agreement took retroactive 
effect as of l\farch 1, 1920, and displaced the previous agreement 
which has been heretofore desc1ibed and which was known as 
1\10-3. · Under the new agreement the manager was to re
ceive a commission on gross revenues instead of a part of the 
profits, and a commission on salvage earned. Greater respon
sibility was placed on the managing agent for default of 
his domestic and foreign subagents, and the standing commit
tee was to make suggestions as to interpretation of the agree
ment, the board reserving the right to make final interpre
tations and to fix salvage awards. 

The War Department was relie•ed by section 15 of the mer
chant marine act of 1920 from payment of charter hire for Ship
ping Board vessels from July 1, 1918, to June 30, 1919, the 
am:ount involved being $49,061,888.88. On February 1, 1921, 
a settlement was made as to all other accounts between the 
War Department and the Shipping Board and thereafter their 
relations were on a commercial basis. By other acts the Navy 
was relieved of charter hire due the board in the sum ot 
$7.,264,472.87. 

During the year ending June 30, 1921, the board's committee 
on navigation laws continued the redrafting and codification 
of the navigation laws, laws enacted from time to time dtuing 
the preceding HO years, having in view not only codification of 
but recommendations of changes in existing la\YS. 

On December 10, 1920, the board suggested the creation of 
a joint committee representing the board and the Interstate 
Commerce Commission, the committee to consider various pro
visions of the railroad transportation act of 1920, to study rail 
and water rates, regulations, and practices with a view to se
curing cooperation of rail carriers, water carriers, shippers, and 
ports, and to make suitable recommendations. Such a commit
tee was appointed and was continuing to function at the end 

· of the fiscal year we are now studying. 
On April 15, 1921, the board created a division of field in

formation to study such duties of the board under the ship
ping act of 1916 and the merchant marine act of 1920 as re
lated directly to tlle promotion of a privately owned and oper
ated merchant marine, these duties comprising the inve tiga
tion of foreign discrimination and unfair competition against 
United States hips, of tbe commercial and economic aspects 
of port developments, of new trade routes and berth liner 
services, of an ample marine insurance system, of the status of 
ships of American registry, and distribution of information to 
shipping interests generally. 

During the year under review the board allocated to the 
Pacific coast-Hawaii-Oriental-1\Ianila route-the newly con
structed 535-foot combination passenger and cargo vessels, de
clining further permissjon after June 30, 1921, to Japanese and 
Chinese companies to carry passenger bet\:\•een San Francisco 
and Hawaii under section 22 of the act of 1920. 

.Applications were received from about ~7 shipowning com
panies for remission of certain taxes under section 23 of the 
act of 1920 on condition that net earnings in foreign trade be 
invested in new tonnage or put in trust for that purpose, the 
27 companies agreeing to build about 737.000 tons of new 
ships. Nearly a third of this new tonnage was to be con
structed by two Standard Oil concerns-the Standard Oil Co. 
of New .Jersey and the Standard Oil Co. of California, and the 
remainder mainly by the larger shipping ancl industrial con
cerns. This shows how quickly the monopolistic interests 
take advantage of all special privileges offered from the United 
States Treasury. The result eems always to enhance their 
power and tighten their control of the situation. 

Section 28 of the merchant marine act of 1920 was suspended 
throughout the year ending June 30, 1921, because adequate 
shipping facilities under the American flag did not exist for 
the transportation of the commerce of the United States to 
and from foreign ports and ports in the possessions or de
pendencies of the United States. It will be recalled that this 
section forbade lower rail rates to a port in conjunction with 
continued shipment on an ocean route than rates on rail ship-

ments ending at the port, unless the vessel on which the ship
ment continued was documented under the American flag, and 
unless there were sufficient vessels under such documentation 
serving that port to handle its commerce with foreign ports. 
The complications engendered by this section may be easily 
seen when it is remembered that even the advocates of the 
subsidy do not hope to carry all our commerce or much more 
than half our commerce in American bottoms. Necessarily it 
will always be difficult for particular ports to secure complete 
service by American ships, and those having it at any particu
lar time would have a vast advantage in the matter of joint 
rail rates oYer others. 

The · President not having . terminated the emergency by 
proclamation when the fiscal year ended, American-owned docu
mented vessels could not yet be transferred to foreign regis
try without the board's permission, section 37 of the act of 
1916 being in operation until the issuance of the proclamation. 
After its issuance the board would have had jurisdiction only 
over transfer to foreign registry of vessels documented under 
our laws. During the year ended June 30, 1921, the board au
thorized the transfer of 401 vessels, of 202,283 gross tons, to 
foreign registry, but according to its practice it permitted the 
transfer of no vessel if such transfer would be detrimental 
to the interests of our merchant marine. 

SeYen companies to whom the board had sold vessels encoun
tered receivership proceedings during the year under survey. 
A world-wide commercial depression had developed during the 
second half of the calendar year 1920. In fact, symptoms of 
it· approach had been sensed in declining ocean freight rates 
during the first half of that year. These companies were un
able to pay creditors,. to make deferred purchase payments on 
ships. The board tried to help them by asking the courts to 
appoint receivers in equity instead of receivers in bankruptcy, 
by furnishing its o"7n officials as such receivers, hoping to ti<le 
the companies over the period of general trade recession. The 
looked-for recovery did not materialize, the board's efforts were 
not successful, and the courts were requested to discharge the 
receivers. 

The board did e>erythillg within its power dming the com• 
mercially di astrous period that had set in to help all Ameri• 
can shipping. Through the rate conferences in every trade in 
which its ve sels plied it aided to prevent a decline of freight 
rates below cost of operation. In aligning and realigning cargo 
sen-ices and in restraining competition among the managing 
agents of its vessels it helped to sustain and stabilize rates for 
all shipping. It urged American companies, as a condition 
precedent of success, to establish American concerns in foreign 
countlies to handle American vessels and solicit return cargoes. 

A Shipping Board office was located in St. Louis to acquaint 
shippers with facilities offered by American vessels, whether 
board owned or privately owned, and to induce them to employ 
such facilities. The trade with Latin America declined in the 
general slump, but the board, with a view to preparation for 
the return of better times, made a careful study of services to 
Latin America so as to be able to persuade shippers to use all 
vessels flying our flag. A coastwise service was established 
between Paranagua, Brazil, and points on the River Plate, not 
onJy to meet the needs of local shippers but to serve as feeders 
for our ocean lines. On account of the business crisis, the 
board averaged but one sailing a month to the west · coast of 
Africa during the year and but once every seven weeks to the 
south and east coasts. 

During tbe year the board, seeing tbe need of more passenger 
services, established. several additional ones. The ships placed 
in these lines were freshly constructed and splendidly equip
ped, were of two types, known, respectively, as the "502" type 
and the ·• 535 " type, the figures referring to the lengths of 
the Yessels. Six vessels of the 502 type, each carrying 84 
first-class pa sengers and having 465,94-0 cubic feet cargo space, 
with speed of 14 knots, were placed in the trade bet"\\e-en 
New York and Queenstown, Boulogne, and London, and between 
San Francisco and Honolulu, Manila, Saigon, Singapore, Co
lombo. and Calcutta. Six vessels of the 535 type, each carry
ing 260 first-class passengers, 300' steerage passengers, and hav
ing 466,133 cubic feet cargo space, with a speed of 17! knots, 
were placed in trade between Baltimore, San Francisco, an;.l 
Honolulu; between San Francisco, Honolulu, Yokohama, Kobe, 
Shanghai, Manila, and Hongkong; and between Seattle, Kobe, 
Yokohama, Shanghai, and Manila. 

The board established services, through the charter of ex
German passeno-er liners, between New York, Genoa, and :Naples; 
New York, Bremen, and Danzig; between New York, Plymouth, 
Cherbourg, and Bremen; between New York, Cuba, and Spain. 

Beside·, the board itself operated three ex-German passenger 
vessels in tl1e trade between New York and the east coast of 
South America. 
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The e passenger services enabled the board to carry a substan
tial portion of the United States mails, as contemplated by sec
tion 24 of Ui.e act of 1920, and to secure consideral}le revenue 
from that source. 

During the year the board continued to ereate new trade 
routes, so that by June 30, 1921, it had established 410 general 
cargo berths-393 between the United States and foreign ports 
and 17 between foreign ports to serve as feeders. 

During the year the board, through its port facilities commis
~ion, and the War Departmei:t, through the Board of Engineers 
for Rivers and Harbors, contmued to cooperate under section 8 
of the act of 1920 in making studies for the promotion, encour
agement, and development of ports and transportation facilities 
in connection with water commerce. 

During the year the board continued its policy of securing 
fuel-oil bunker stations nt strategic locations on all trade routes, 
ns a vital element in a successful merchant marine policy. · Some 
of these it had to establish and operate through its own agencies, 
not being able to secure them through private companies. The 
tank steamers of the Shipping Board supplied these stations, 
otherwise the oil-burning fleet would have been at the mercy of 
foreign companies. This system resulted in oil at a lower cost 
tltan was possible in the open market. The object of the board 
W"as ultimately to supply all American vessels with fuel oil at 
the lowest possible price. 

Inasmuch as on1y a small portion of the Shipping Board fleet 
was coal burning, the coal bunkering question was not so serious 
as that of oil. It was found addsable durin~ the year, however, 
to establish bunker coal stations at certain ports. 

Throughout the year the foreign organization of the board 
continued to function most effectively, facilitating the dispatch 
of vessels; securing modification or cancellation of irksome port 
regulations and restrictions ; cooperating with operators' agents 
in handling marine disasters, surveys, and legal difficulties; 
determining the necessity for and supervising repairs; supe1·vis
ing purchase of supplies; supervising stevedoring; reporting ou 
efficiency, attitude, and business affiliations of ship agents rep
resenting board operators; checking up vessel personnel; assist
ing representatives of operating companies in securing homeward 
anrl way cargoes ; controlling homeward and way cargoes to 
prevent destructive competition between board operators; and 
reporting on all matters affecting the American merchant marine. 

The marine-insurance arrangements resulting from the 
board's investigations were in effect throughout the year. In
a much as the subject of insurance was under State conn·ol, 
a model marine-insurance bill for the District of Columbia, 
developed by the joint action of the Shipping Board and the 
House Committee on the Merchant Marine and FLher ies, in
tended to serve as a suggestion to the States, Wf.S pending in 
Congress when the fiscal year closed. 

In making sales of vessels under the act of 1920 the board, 
during the year ending June 30, 1921, placed a price on steel 
vessels ranging from $160 to $185 per dead-weight ton, less 
depreciation-10 per cent to be paid in cash, 5 per cent every 
six months thereafter for two years, balance to be paid in in
staTiments of 31 per cent eYery six months for 10 years. On 
account of disastrous business conditions the demand for steel 
cargo vessels decllned precipitately during the year. Thirty
seven tugs were sold for $2,170,500; 41 uncompleted wooden 
hulls for $2,063,542.67. an average price of $50,330.30. During 
the year ending June 30, 1921, purchasers of 121 steel vessels 
became unable, on account of critical business conditions, to 
make deferred payments, retuTned them to the board and the 
sales were canceled. These ships had a total dead-weight ton
nage of 686,619 an<l a total net selling price of $87 ,8$5,273.25. 
There had been paid in cash on them $7.469,412.15, which 
was returned. Vessels still in the hands of purchasers on 
June 30, 1921, numbered 380, with a total dead-weight tonnage 
of 1,851,902, the net selling price being $W3,907,429.54, cash 
payments, $159,482,747.08, balance represented by notes and 
accounts receivable, less certain allowances amounting to 
$13,116,555.28. It was due to no fault of the board or of the 
vessels that so many were being laid up and so many were 
being returned in a period of exceptional business depression. 

The navigation and engineering schools of the board's re
cruiting service graduated J,300 men during the fiscal year, 
a.nd of these 1,190, or 91 per cent, got licenses, making the 
totnl number of graduates from the beginning 14,712, of whom 
10,832 got licenses-about 74 per cent. The sea training bu
reau was discontinued on December 31, 1920, the supply of 
men beginning to equal demands as the slump in business 
conditions began to put ships out of commission. Schools 
training engineers on turbines furnished 289 students duTing 
the year, bringing the total since they began to 661. Twenty
six engineers of unusual ability and experience were trained 

o~ electric drive, and a few on internal combustion engines, 
Diesel .type, but these spedalizecl cl, ses were stopped during 
the rear on account of Umitecl '1emand. 

The sea-service bureau of tlle recruiting service placed on 
United States ships, public and private, during the year, 
110.538 officers and men, of whom GB.8 per cent were Americans. 

The division of regulations found the volume of its duties 
increasing during the year, the number of carriers' contracts 
examined and filed being about 300-tbe minutes of 2,230 
steamship conference meetings and 2,637 conference tariffs be
ing received, 7 formal docket hearings being held, 65 informal 
docket complaints being settled, J,G85 tariff-; hein~ fifod, a 
number of special investigations and reports being made. 

The board continued during the year the practice it had 
adopted from the beginning of circularizing all steamship and 
terminal companies in the United States to ascertain how many 
were subject to its jurisdiction in the matter of regulation. 
It developed that on June 30, 1921, the number of water car
riers whose services had been discontinued was 200; of intra
state water carriers operating on riYers, lakes, and oceans, 138; 
of water carriers operating in interstate commerce on inland 
waters of the United States-river, lake, or canal (excluding 
the Great Lakes), 83; of operators of towage, Ughterage, or 
ferriage service, 107; of water carriers engaged in interstate 
tramp service, 196; of water carriers engaged in foreign tn.mp 
service, 182; of water carriers subject to Interstate Com
ruerce Commission, 28; of water carriers operating on regular 
routes in interstate commerce on the high seas or Great Lakes 
subject to the board's jurisdiction, 119; of water carriers op· 
erating on regular routes in foreign commerce of the United 
States subject to the board's jurisdiction, 241; of water ear
rlers in exclusively proprietary service, 106; of forwarders and 
other persons subject to the board' jurisdiction, 32. Out of 
1,200 steamship companies in business of their own ownership 
and management, 370 were subject to the board's regulatory 
jurisdiction, a gain of 76 during the year, not counting the for
warders and other persons subject to the board. 

During the year the board's industrial relations division con
tinued to supervise labor questions arising from operation of 
vessels and marine equipment, including work of loading and 
unloading, and endeavored to secure peaceable settlement of 
dispute., negotiation of working agreements, and promotion of 
harmony between employer and employee in marine industry. 
Things went generally well until late in the spring of 1921, the 
grievance committees doing as a rule effective work. At a gen
eral marine conference on April 27, 1921, the unions declined, 
so the board reports, to accept a wage reduction of 15 per cent, 
and a general marine strike was called on American ships, which 
lasted until June 14. At that time wage scales involving a 
15 per cent reduction and certain changes in working conditions 
were promulgated by the board and accepted by the unions 
until January 1, 1922. In the case of longshore labor, old wages 
and working conditions were maintained in general throughout 
the year. A 10 per cent reduetion on the average was made in 
shipyards and ship-repair yards, followed by a number of 
strikes, the most serious of which were in New Orleans and 
Philadelphia. Graaually the new conditions were accepted by 
the workers. 

The board, being the largest owner and operator, realized 
that its labor policies affected and in a measure set the standard 
for all marine workers. It tried to deal with longshore and 
aboard-ship labor as a national whole, changes in one locality 
always reacting to a certain extent on others. 

During the year the board appropriated $50,000 for advertis
ing its shipping services, utilizing a group of advertising agencies, 
the actual cost, however, being $8,000, and being confine<l largely 
to a survey. Then followed a campaign through the adve1·tis
ing agencies in daily newspapers, costing $75,000, setting forth 
the board's freight and passenger services. A like effort in 
national magazines cost $20,000. The board through its own 
ad.-ertising department placed advertisements in newspapers. 
trade papers, and marine publications costing $66,000. Through 
its awn advertising department it used the press in giving 
notice of disposal of surplus ships, shipyards, material, housing 
projects, of proposed purchases of bunker coal, fuel, lubricating 
oils, supplies, and so forth, at a total cost of $100,000. Through 
its advertising department the board supervised freight and 
pas~enger advertising of individual operators of board vessels, 
costing about $630,000, the cost being borne by them. Through 
this department the board devised motion-picture advertise
ments costing about $31,000. 

On June 30, 1921, vessels owned by the Shipping Board num
bered l,T92, of 11,32.3,668 dead-weight tons, an increase over 
June 30, 1920, of 218 ves. els of nearly 2,000,000 tons. It will 
be remembered that the board was authorized by the act ot 



• 

1923. CONGRESSIONAL RECORD-SENATE. 1199 
1920 to carry out all existing construction contracts and such 
construction plans already adopted as seemed advisable to the 
board to complete. 

Of these 1, 792 vessels owned by the boa.rd, 1,293 were steel 
cargo vessels, with a total tonnage of 8,800,000. Only 288 were 
wood and composite, with a total tonnage of 1,066,649. 

Of these 1,293 steel cargo vessels, 60 were of 10,000 dead
weight tons each or over, 1 of these having a speed of 13.5 knots, 
1 of 12.5, 2 of 12, 2 of 11.5, 15 of 11, 25 of 1-0.5, 6 of 10, 3 of 9.51 
3 of 9, 1 of 8, 1 of 7. Two hundred and seventy-seven were of 
9,000 to 9,999 dead-weight tons each, 120 of these having a 
speed of 11.5 knots, 119 of 11, 21 of 10.5, 8 of 10, 3 of 9.5, 1 of 
9, 4 of 8.5, 1 of 8. Three hundred and nine were of 8,000 to 
8,999 dead-weight tons each, 3 of these having a speed of 12 
knots, 20 of 11.5, 58 of 11, 150 of 10.5, 31 of 10, 9 af 9.5, 15 of 
9, 8 of 8.5, 9 of 8, 4 of 7.5, 1 of 6.5, 1 of 6. One hundred and 
sixty-four were of 7,000 to 7,999 dead-weight tons each, 1 o:t' 
these having a speed of 12 knots, 94 a speed of ll.5, 6 of 11, 
43 of 10.5, 11 of 10, 1 of 9.5, 5 of 9. 2 of 8.5, 1 of 7. Twenty
four were of 6,000 to 6,999 dead-weight tons each, 1 of thes<~ 
bavin:g a speed of 12 knots, 8 of 10.5, 6 of 10, 4 of 9.5, 2 of 9, 
1 of· 8.5, 1 of. 8, 1 of 6.5. One hundred and 1ifty were of 5,000 
to 5,999 dead-weight tons each, 15 of these having a speed of 
1l knots, 124 of 10.5, 5 of 10, 1 of 9.5, 2 Of 9, 2 of 8.5, 1 of 7 .5. 
Two hundred and twenty-seven were of 4,000 to 4.-999 dead
weigbt tons each, 2 of these having a speed of 11.5 knots, 3 of 
11, 2 of 10.5, 3 of 10, 173 of 9.5, 9 of 9, 11 of 8.5, 10 of 8, 8 of 
7.5, 2 of 7, 2 of 6.5, 2 of 6. One hundred and fifty-five were 
of 3,000 to 3,999 dead-weight tons each, 3 of these having a 
speed of 12 knots, 3 of 10.5, 25 of 10, 70 of 9.5, 6 of 9, 17 of 8.5, 
16 of 8, '10 of 7.5, 2 of 7, 2 of 6.5, 1 of 6. Twenty-seven were 
of 2,000 to 2,999 dead-weight tons each, 8 of these bating a 
speed of 10 knots, 13 of 9.5, 2 of 9, 1 of 8.5, 2 of 8, 1 of 7.5. 

To these steel cargo •es els add 16 steel refrigerator steam
er of 118,106 dead-weight tons, 89 steel tank steamers of 
828,881 dead-weight tons, 39 steel passenger steamers of 417,.921 
dead-weight tons, 3 steel collier of 14,832 dead-weight tons, 
2 steel cargo ailing vessels of 5,847 dead-weight tons-that is, 
149 additional steel vessels with a dead-weight tonnage of 
1,385,687_._and we ha•e 1,442 steel •essels owned by the Ship
ping ~oard on June 30, 1921, out of a total of 1,740, not counting 
52 tugs, with a dead-weight tonnage of 10,185,687 out of a total 
of l:l,323,668, excluding the tugs. (See fifth annual report Ship
ping Board.) We may accurately say, therefore, that on June 
30. 1'921, we bad what was essentially and almo t wholly a mag
nificent, modern, steel merchant fleet. Now, keep in mind 
the fact that only 12 of the 1,293 steel cargo vessels of this :fleet 
bad mo1·e than the speed required to secure the lowest subsidy 
in the pending bill, to wit, one-half of 1 cent per gross ton for 
each 100 nautical miles traveled, 11 of these 12 having speed 
enough to reacb the second lowest subsidy rate, to wit, one
tenth of 1 cent in addition to the lo\\est, one having speed 
enough to reach third from lowest I>lace ; that is, two
tenths af 1 cent. There are 10 higher subsidy rates, growing 
toward the top, and to none of these would this stupendous 
steel fleet be eligible. Evidently the plot thickens. 

During the fiscal year the ·board's ve sels made a total of 
5,130 sailings from European ports alone, the number begin
ning to shorten toward the close of the year. 

Our total merchant marine on June 30, 1921, including Ship
ping Boaru boats and all others, numbered 3, 723 seagoing ves
sels, with a gross tonnage of 13,234,401, an increase of 319 
ve el of 1,955,660 gross tonnage. 

. The decline of freight rates continued on such a scale dur
ing the year that business became very difficult to secure all 
over the world~ and many ships had to be laid up by other 
countries as well as ours. 

Tlle board announced in its- fifth annual report, the re
port eovering the year ending .June 30, 1921., that the 
wood-ship construction program was completed on January 18, 
1921, with the delivery of the harbor tug Rochelle to the Fleet 
Corporation. In that report the board explained why the 
wood ships We.I'e originally planned, stating that at the outset 
exi, ting steel yards were all occupied with foreign contracts 
and that the construction of wood ships offered the next best 
way to meet the emergency demand for ships; that for this 
rea on most of the corporation's earlier activities had been 
devoted to this class of construction; that the wood shiI>s took 
a longer time to build than had been expected because of the 
searcity of workmen skilled in and material adapted. to the 
building of wood hulls; tha.t at the armistic~ a large number 
of wood ships were in various degrees of completion, with 
many contracts not yet begun ; that in every case all po sible 
effurt was made either to suspend construction or to finish the 
vessels as hulls or barges oiily, with the idea of disposing of them 

to as good advantage as practicable; that the original plan 
called for 1,017 wood vessels of different types ; that 428 were 
finally canceled, leaving 589 to be wholly or partially com .. 
pleted as seemed best from the standpoint of successful dis
position. As we have seen, the wood ships completed did good 
war' emergenty work and goad service in certain types of ocean 
trade. 

The program for the construction of concrete ships was 
ended on Ap111 12, 1921, with the delivery of the steamship 
Moffitt. As concrete ·ships were still in the experimental stage, 
the decision to construct them was due solely to pressure of 
the war emergency. Originally they were to be cargo ships 
only, but later most of them were changed to tank steamers 
and the size increased from 3,500 to 7,500 tons. This program 
first called for 43 vessels of 302,000 dead-weight tons, but 31 
of 228,500 tons we:re canceled, leaving on the active program 
12 of 73,500 dead-weight tons. 

The original program for composite ships-that is, ships 
whose wood hulls were strengthened with a certain amount of 
structural steel--called for 50, but, on account of high costs 
and long period required in building, 32 af 112,000 dead-weight 
tons weTe canceled, leaving on the active program 18 of 63,000 
dead-weight tons, all of which were completed. 

Construction of shipyard plants hating ceased, the efforts o:t 
the yards and docks section of the board's construction depart
ment were devoted mainly during the year to construction ot 
dry docks, marine railways, and repair .Plants, inspection of 
others in which the board was financially interested, and so 
forth. Nine of the seventeen dry docks contracted for were 
in operation duririg the year, seven were in process of con
struction, while one had been suspended. Six were under direct 
eonstruction by the board. Of the 13 marine railways con
tracted for. 11 had been completed, while 2 had been suspended. 

During the rear a 15 per cent reduction in rates charged the 
board for ship repairs was secured, and on June 1, 1921, dry
docking charges in New York Harbor were reduced 66 pe-r 
cent. 

By November, 1920, the slump in shipping business became 
so serious that large numbers of •essels had to be laid up, a 
condition not peculiar to the United States. At the lowest ebb 
in the shipping situati-0n during the fiscal year about 750 steel 
vessels were laid up of about 5,000,000 dead-weight tons. They 
were gathered in several lay-up areas, where the ebief problem 
was that of care at the least expense to prevent deterioration. 
To this end the vessels were dtvided into three distinct groups, 
depending on condition at time of lay up and time required to 
put vessels in seaworthy condition, as follows: Class A includ
ing those requiring only minor voJage repairs sufficient to fit 
the vessel for service in three days or less, such ships being com
monly called "spot ships"; class B including those requiring 
medium •oyuge repairs, such as would fit the vessel for sen-ice 
in 10 day or less; class C including those requiring a general 
or thorough overhauling, extensive repairs, reconditioning, new 
machinery installation, replacements, and so forth, covering 30 
days or mere. 

·When the vessels were turned back by managing agents 
general-condition surveys were ma.de to determine in what re
pair class a vessel belonged, these surveys being known as 
" turn-back " and " lay-up " surveys. 

The repair department of the board kept records of perform
ance and condition data as to each vessel, both in service and 
lay up. '.rhus when a vessel was to be recalled to service tbe 
most. efficient and suitable could be readily secured. 

The repair department had a turbine section supervising re· 
pairs to turbines and improving this type of motive powex. 
About 600 turbine vessels were in service on June 30, 1921. 
With turbine installations it was planned to secure for certain." 
vessels which had been retired for la.ck of good equipment a 
first-class state of efficiency. 

Two vessels equipped with the electric drive made successful 
maiden voyages during the year, and four -Others were being 
similarly equipped. The advantage of this type of motive powef 
lay in maneuvering capacity, the saving in fuel, however, not 
proving as great as had been hoped for on one of these maiden 
trips. 

The Diesel engine was being tried out in the ship William 
Penn as the year closed. 

During the year more of the ex-German ships were placed 
in the passenger trade. . 

The Leviathan, the largest vessel afloat at that time except 
the Majestic, which was owned by the British White Star Line 
and was nearing completion in Germany, was out of action 
during the entire year ending June 30, 1921. Arrangement wa.s 
made with the International .Mercantile Marine Co. to eare for 
the Levtathan while inactive and to a<:t as the board's repre-
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sentative in recontlitioning her, if that should be determined between the United Rtates and our island possession so that 
upon. When this ship was seized from Germany her plans they might be brought within oqr coastwise laws. 
were unavailable and the bupders, Blohm & Voss, on being The bureau held hearings during the fiscal year to determine 
requested to name terms for them asked $1,000,000, a price con- if service by American vessels at any American port was suffi
~idered prohibitive. The board then authorized the Interna- ciently ~dequate to justify application of section 28, heretofore 
tlonal Mercantile l\larJne Co. to prepare the plans. With noth- described, but no final conclusion was reached. It also held 
ing but the vessel itself to work from a set was prepared at hearings as to status and validity of contracts between rail
much less cost than the price asked for the orlgmal papers. road companies and foreign steamship lines giving preferential 
During her ina<.;tive status the vessel was kept in first-class treatment to the prejudice of competing American lines, and 
fOndition, was painted and kept clean through and through. many such contracts were voluntarily canceled by the roads. 
The machinery was also kept in first-class shape and the vessel The Chicago, Milwaukee & St. Paul, in the case of its contract 
was always ready to take the sea on short notice. with the Osaka Steamship Co., a Japanese line, however, and 

And so it was, as we have seen, with the other ships tempo- the Great Northern Railroad, in the case of its contract with 
rarily laid up on account of adverse commercial conditions. the Nippon Yusen Kabushiki Kaisha, another Japanese line, did 
They were mainly first-class ocean carriers which had been not agree to such remission, and the board entered an order 
laid up as a result of one of the severest, most prolonged, and requiring cancellation of these contracts by July 1, 1923. This 
most universal business depressions ever known, a depression bureau also made a study of the hearings held by the Inter
reaching around the globe and holding all countries in its sin- state Commerce Commission, at the request of the Secretary 
ister grasp-carriers kept in excellent condition and ready to of War and the Shipping Board, at various South Atlantic 
return to active sea work with the revival of commerce, a re- ports as to terminal charges on freight delivered by railroads 
vival that has not yet developed. to steamship companies, so as to bring about proper competi-

Notwithstanding the number of vessels laid up the Shipping tion with privately owned and publicly owned terminals. 1.lle 
Board had 611 ships in our foreign trade on June 30, 1921, bureau also made a study of steps needed to protect United 
an<l during the year ending on that date American vessels States ports and transcontinental railroads against competition 
carried nearly 40 per cent of our foreign trade tonnage in of Canadian ports and railroads. 
value and 52 per cent of its tonnage in quantity. In relative The second branch of this bureau's work comprised tqe regu
efficiency our ships exceeded their foreign competitOL'S, the latory duties imposed on the board by the acts of 1916 and 
'American percentage of load w dead-weight tonnage being 40.7 1920, having in view the protection of shipping companies in 
per cent, foreign 39. That is to say, American vessels carried their competition with each other and the protection of ship
each ton of cargo with 2.45 dead-weight tons, foreign with 2.57 pers against unfair treatment by the companies. Conference 
dead-weight tons. agreements and contracts continued to be filed with the bureau 

On June 30, 1921, the board's consolidated balance sheet throughout the fiscal year. Eleven formal docket complaints 
showed assets of $3,070,599,518.40, the decrease since the relating to rates, regulations, and practices of carriers were 
preceding fiscal year being due mainly to shrinkage of values heard, as well as 74 informal complaints. Over 4,000 confer
incident to the world-wide business decline, gratuities to other ence minutes and tariffs were filed, the latter showing a con
Government departments ordered by act of Congress, losses stant reduction in rates, fares, and charges, due to the general 
on uncompleted ships, cost of releases and reconveyances, and busines disturbances and readjustments. 
so forth-a remarkable showing in the face of a general eco- ' The bureau continued during the fiscal year now before us 
nornic collapse. to ascertain for the board what carriers were subject to the 

The Fleet Corporation's board of trustees consisted on June board's jurisdiction. Reports received to June 30, 19212, showed 
3-0, 1921, of the recently appointed members of the Shipping t~e number of water carriers whose servkes had been discon
Board. Mr. R. L. Hague resigned as director of construction t~nued to be 324; the number of intrastate water carriers on 
and repairs on July 1, 1920, and was succeeded by Commander ~·1v~rs, lakes, and oceans to be 156; of water carriers operJiting 
R. D. Gatewood, United States Navy. in interstate commerce on the inland waters of the United 

\Ve will now consider the history of the board during the fiscal States, river, lake, or canal-excluding the Great Lakes-to be 
year ending June 30, 1922. Early in that year the board reor- 87; 011erat?rs ?f ~owage, lighterage, and ferriage service, 170; 
ganized its methods of handling its regulatory duties, establish- water carriers m rnterstate tramp service, 256; water carriers in 
ing firn bureaus, to wit, traffic, operations, construction, law, and foreign tramp service, 249; water carriers subject to jurisdiction 
research. Each bureau was headed by a '.!ommissioner, except of Interstate Commerce Commission, 29; water can'iers operat
the traffic bureau, which on account of its importance was as- ing on regular routes in interstate commerce on high seas or 
signed to two commissioners, all bureaus being under the gen- Great Lakes subject to the jurisdiction of the Shipping Board, 
eral supervision of the chairman. 133; water carriers operating on regular routes in foreign com-

_ The traffic bureau, headed by Commissioners 'J;hompson and merce of the United .state.s ubject ·to the board, 278; water car
Plummer, had two lines of work, one relating to the growth riers engaged exclusively m proprietary service, 166; forwa1·ders 
and development of the privately owned and privately o.p- and othei· persons subject to board's jurisdiction, 116. The 
eratetl merchant marine, the other to regulation of shipping classes subject to the board's jurisdiction number 527 carriers, 
under the various acts conferring such authority. The first forwarders, and · so forth, an increase over the preceding fiscal 
line of work had in view the assurance of cargo for water year of 135. This is an excellent tribute to the effectiveness of 
carriers and facilities for their proper operation. Carrying the acts of 1916 and 1920 in building up a permanent and grow
out this purpose the traffic burea-u, under direction of section ing. merchant marine without a subsidy. 
7, merchant marine act of 1920, made a study of foreign and The bureau of operation, headed by Commissioner T. V. 
domestic markets in order to ascertain what steamship lines O'Connor, comprised the following divisions : Industrial rela
were needed in establishing and maintaining our foreign and tions, ea-service bureau, stevedoring committee, docks and 
coa:·twise trade, the best type and size of vessel required, and wharves. 
f!chedules essential to adequate, regular, and permanent serv- The industrial relation division gave special attention 
ice. It cooperated with the Postmaster General under sections throughout the year to questions d.nvolved in labor adminis-
7 and 24 of the act of 1920 in ar'l:anging terms for carrying tration, realizing the fact that labor was the most important 
the mails on American vessels. Under section 8 of that act factor in successful ship operation. At the close of the year
it made a study of plans for impro"rnment and development that is, on June 30, 1922-about 50,000 men were working 
of ports and transportation facilities in connection with water on the vessels of the American merchant marine, and more 
commerce, cooperated with the Secretary of War in investi- than 50,000 were working on land as longshoremen in loading 
gating regions tributary to ports with reference to interior and unloading vessel . This division in the effort to promote 
transportation facilities and the natural flow of commerce better relations bet\Yeen employer and employee made a study 
from interior points, investigated congestion at ports and of que tions involving wages, hours of labor, employment 
remedies therefor, methods of securing for ports tonnage conditions, privileges, rights, and duties of employer and em
logically theirs and adequate shipping therefor, advised the ployee; collected and compiled data on labor rates and con
board as to railro·ad rates and regulations detrimental to ditions, and investigated grievances. The board stated in its 
any port or to the merchant marine so that the board might sixth annual report that its policy in dealing with employees 
take up the matter with the Interstate Commerce Commission. had been to recognize tlle principle of collective bargaining 
Under section 19 of the act of 1920 the traffic bureau investi- wherever possible. On August 1, 1921, the wage agreement with 
gated during the fiscal year now under contemplation traffic deck officers endM and a new arrangement was made, carrying a 
conditions in foreign trade and recommended to the board 15 per cent wage reduction, a similar reduction having been 
step · necessary to meet any conditions unfavorable to Ameri- made for the engineers. The wage agreement with the seamen 
can shipping. Under section 21 of the act of 1920 the bureau and other vessel workers having expired on January 1, 1922, a 
took up the matter of securing adequate steamship service new arrangement was made for a reduction of 15 to 25 per cent 
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in wages to July 1, 1922, a reduction which on that date was 
continued another six months. A.s to wages of longi;boremen, 
the custom had been for many years to fix them through collec
tive bargaining for stated periods. Negotiations in the fall of 
1921 resulted j.n reductions of 18 ·to 25 per cent, a number of 
strikes following at various points. The board claimed in its 
sixth annual report, covering the fiscal year now being con
sidered, that these wage reductions had netted a saving in con
nection with Shipping Board vessels of over $10,000,000. I am 
not expressing any opinion as to the merit of these reductions; 
I am merely giving the facts a.a they appear in the board's 
official report. 

.Although the navigation and engineering schools continued 
to do fine work, increasing efficiency of officers and causing 
more economical operation of vessels, they were terminated in 
September and December, 1921, respectively, on account of the 
urgent demand for reduction of all Government expenditures. 
The navigation school graduated 196 men during the part of 
the fiscal year it was in operation, the engineering school 296. 
On August 5, 1921, the turbine training courses were closed, 
67 graduates having been turned out between the end of the 
previous fiscal year and that date. 

The sea-service bureau was retained, and during the year 
ending June 30, 1922, placed 84,782 officers and men on United 
States ships, 92 per cent of these officers and men being Ameri
cans, being an increase of 23 per cent in this respect over the 
preceding fo;cal year. · 

The bureau of operation worked out during the year a revision 
of stevedoring rates and methods and a checking S'ystem to 
secure compliance with established rate schedules. This was 
done through the bureau's stevedoring committee. Through its 
divjsion of docks and wharves several units were adde·d to 
the terminal facilities controlled by the board during the 
year. 

The bureau of construction under the new board, beaded by 
Admiral Benson, was created in November, 1921, and during the 
remainder of the fiscal year ending June 30, 1922, investigated 
under direction of section 12. shipping act of 1916, relative cost 
of building merchant vessels in the United States and foreign 
maritime countries, rules of construction at home and abroad, 
and methods of classification and rating. This bureau also had 
jurisdiction over transfer of American vessels to foreign registry, 
and during the fiscal year we are now studying permitted such 
trnnsfer for 158 vessels of 121,931.55 gross tons. Seven undocu
mented barges, one undocumented towboat, and one undocu
mented dredge were transferred, permission for undocumented. 
vessels no longer being necessary since presidential proclama
tion ending emergency had issued. As stated before, the board 
would not permit transfer of any vessel over which it bad juris
diction if transfer in any way militated against the welfare of 
the Amei:ican merchant marine. 

This bureau also administered the construction loan fund 
authorized by section 11 of the merchant marine act of 1920. 

This bureau also passed on applications for approval of type 
and kind of vessel permitted to be built with funds accruing 
under section 23, act of 1920, through remission of certain taxes 
in favor of new Yessel construction, inspected such vessels on 
completion, and checked their compliance with the requirements. 
A list of vessels proposed to be constructed under this section 
was given in the review of the preceding fiscal year. 

This bureau also supervised the classification of vessels and 
did what it could to advance the standing of the American 
bureau of shipping, which had been recognized by section 25, 
act of 1920, as the official classification agency. The purpose 
".Vas to secure classification for American vessels independently 
of all foreign institutions, such as Lloyds. 

This bureau was charged with the study of new designs of 
hull and machinery in order to determine the best modes of 
propulsive power, especially those based on internal-combustion 
engines. 

This bureau was gi'ren the supervision of the reconditioning 
of the Leviathan, and had the reconditioning in progress when 
the fiscal year ended, the estimated cost being $7,000,000. It 
was expected that this ship would be ready for European tourist 
traffic in 1923. 

The bureau of law, headed by the distinguished and able 
rormer Senator George E. Chamberlain, was instituted in 
November, 1921, and immediately began a thorough investiga
tion of discrimination by foreign go>ernments, officials, mer
chants, or companies against .A-merican ve sels in foreign trade, 
the investigation havi'ng been directed by section 26, shipping 
act of 1916, and other legislation, the investigation covering 
statutes of foreign countries, rules and regulations of ports and 
customs districts of other nations, treaties and reciprocity acts, 
inquiry into actual cases of unfair competition with and dis-

crimination against American vessels by foreign merchants or 
steamship companies in the matter of terminal facilities, 
traffic privileges, interpretation of local rules and regulations, 
and eommercial and shipping activities in which our vessels 
were legitimately invol>ed. 

This bureau also supervised the continuance of. the work 
of examining and codifying the navigation laws throughout 
the fiscal year. It also hacl the duty of devising regulations 
for the administration of section 23, act o:f 1920, which waived 
certain taxes in the event of certain earnings being devoted to 
new ships. This it performed in cooperation with the Treas
ury Department, the rules being promulgated on June 13, 1922. 

This bureau also held hearings for the board on the subject 
of unfair trade practices prohibited by section 19, act of 1916. 
It also performed certain functions vested in the board in 
connection with the sblp~mortgage sections of the act of 19W. 
It also had charge of the study and application of certain 
laws regulating the relations of the board with private vessels. 

The bureau of research, headed by Commissioner Meyer 
Lissner, had already been in existence and was continued and 
enlarged by the new board. It made during the fiscal rear 
special studies on which proposed shipping legislation was 
based, collected statistics as to cargo movements in Am·erican 
and foreign vessels, analyzing them by trade divisions, by 
American ports. and by classes of commodities. It conducted 
extensive investigations of the general subject of marine in
surance. It cooperated with the War Department in making 

·a study ot ports, port facilities, and transportation in the 
regions tributary to the various ports fOr the pUTpose of 
devising and suggesting methods for relief of congestion and 
improvement in flow of commerce. It kept in touch "'ith marine 
happenings throughout the world in order to have information 
available as to commerce and shipping in the United States or 
in foreign nations. 

On July 11, 1921, the board of trustees. of the Emergency 
Fleet Corporation, who were also members of the Shipping 
Board, in order to relieve themselves from the numerous duties 
connected with the affairs of the ~mergency Fleet Corporation, 
elected J. B. Small vice president in charge of chartering and 
allocation of vessels, A. J. Frey vice president in charge of 
physical operation of vessels, W. J. Love vice president in 
charge of traffic matters, Elmer Schlesinger vice president in 
charge of legal matters, and on September 23, 1921, elected 
H. S. Kimba11 vice president in charge of finance, and on Sep
tember 30, 1921, elected E. P. Farley vice president in charge 
of sales. 

On September 30, 1921, the Shipping Board passed a reso
Iutioo to the effect that whereas the merchant marine act 
of 1920 had provided that the power and authority thereby 
vested in the board might be exercised directly or indirectly 
by the board. or by it through the Emergency Fleet Corpora
tion, except as therein otherwise specifically provided; and 
that whereas in the board's opinion the executive and personnel 
organization of the Fleet Corporation had reached such a 
standard of efficiency as to make it desirable that the hoard 
should exercise through the corporation various- administrative 
powers and functions, thereby making it possible for the board 
to devote its attention to the study and determination of the 
broad and constructive questions of policy relating to the 
maintenance, development, and encouragement of the American 
merchant marine under powers and duties imposed on it by 
law, it was resolved that it was the sense· of the board that 
its chairman should retire as president, its members as trustees 
of the- corporation, and that there should be elected a separate 
president and separate board of trustees for said corporation, 
and that the power and authority vested ln the board by the 
act of 1920 should until otherwise ordered by the board be 
exercised by it through the Fleet Corporation in the following 
matters: 

1. Operation, maintenance, repair, and recorulitioning of ves
sels, :provided that no established line should be discontinued 
or new line established or allocation of passenger vessels 
made without the board's approval. 

2. Completion of construction work on vessels heretofore be
gun or authorized by board. 

3. Sale of vessels (except to aliens) at such prices and on 
such terms and conditions as board.might prescribe. 

4. Operation and sale of housing projects, real estate, rail
road, and other similar property subject to board's confirma
tion before any final contract of sale is macle. 

5. Operation and sale of d'ry dock"'S, all sales being subject to 
board's terms and prices. 

6. Custody and sale of all other property and materials. 
7. All accounting for corporation. 
8. Insurance and matters pertaining thereto. 
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9. Operation of piers and _pier facilities, no pier to be leased 
w.ithout prior authority from board. 

10. Lea. ing and rental of offices, warehouses, docks, and 
storago facilities. • 

11. All matters incidental to foregoing, such as execution 
of contracts, charters, bills of sale, leases, deeds, and so forth. 

The resolution further provided that an accurate record should 
be kept of the meetings of the corporation, a summary trans
mitted to the chairman and each commissioner of the board, 
and notices of the meetings of trustees of the corporation sent 
to each member of the board i that the control of the corporation 
$hould remain with the board; and that the president and each 
member of the board of trustees of the corporation should deposit 
with the secretary of the board their resignations for acceptance 
at the board's pleasure, and to deliver to the secretary of the 
boaru their qualifying shares of stock in the corporation in· 
do1·sed in blank for transfer. 

In accordance with this resolution, the chairman of the board 
retired as president of the corporation, the other members of 
the board retired as trustees of the corporation, and the follow
ing trustees of the corporation were elected: .J. W . Powell, J. B. 
Smull, W. J. Love, A. J. Frey, Elmer Schlesinger, H. S. Kimball, 
and E. P. Farley. J. W. Powell was made president of the 
corporation and the following assignment of <luties made to the 
other trustees: J. B . Smull, vice president, in charge of alloca
tion department, contract department~ an<l chal'tering depart
ment; ,V. J. Love, vice president, in charge of traffic department, 
auvertising department, and marine-insurance department; A. J. 
li,rey, vice pres~dent, in charge of operating department, depart
ment of maintenance and repair, fuel department, department 
of purchases and supplies, statistical department, and field office, 
American and foreign; H . S. Kimball, vice president, in charge 
of .general comptroller's department, trea urer's and disbursing 
department, insurance department (other than marine), and 
collection clepartm~nt; Elmer Schlesinger; vice president, in 
charge of legal department, claims department, and department 
of investigation; E. P. Farley, vice president, in fharge of sur
plus property department and department of ship sales. 

President J. W. Powell resigned on l\1arch 4, 1922, and Vice 
Pre ·iclent A. J. Frey clied on June 13, 1922. These vacancies 
ha<l not been filled when the fiscal year closed, and in the interim 
Mr. Smull, senior vice president, became acting president. 

Durj.ng tlle fiscal year ended June 30, 1922. the world-wide 
bu iness depression grew more acute, export aml import busine:S.3 
and ocean freight rates continued to <lecline, great losses were in
curred, and it became nece sary to make till further reductions 
in the board's vessels on the seas. The number of these vessels 
wa. reduced from 744 on June 30, 1921, to 394 on June 30, 1922. 
Of the vessels in ocean trade at the beginning of the fiscal year, 
about 300 were in the so-called tramp service and the remainder 
in the regular line service. The tramp steamer became so un
profitable that they were all withdrawn and laid up. It will be 
seen, therefore, that of the vessels in regular line service on 
June 30, 1921, only a few were taken out and laid up during 
the succeeding fiscal year. 

Mr. JONES of Washington. Mr. President. I understand the 
Senator from Texas would be glad to stop now, and that will 
be entirely satisfactory to me. 

:\Ir. SHEPPARD. I am sure that I can conclude in a reason
ably brief time to-morrow. 

l\Il'. JONES of Washington. Very well. 
[At this point Mr. SHEPPABD yielded the :floor for the day.] 

ORDER FOR RECESS. 

Mr. JONES of Washington. I ask unanimous consent that 
when the Senate closes its proceedings to-day it recess until 12 
o'clock to-morrow. 

l\Jr. FLETCHER. Does the Senator think we will gain any
thing by that? I rather think that we ought to adjourn. 

Mr. JONES of Washington. I belieYe it would be better to 
take a recess. We had an opportunity for morning business 
this morning and also considered bills on the calendar, and I 
should like to recess until to-morrow. 

l\lr. FLETCHER. Very well; I shall not object. 
The VICE PRESIDENT. Without objection, it is so l)rdered. 

EXECUTIVE SESSIO~. 

l\Ir. JONES of Washington. I move that the Senate proceed 
to the consideration of executive business. 

The motion was agreed to, and the Senate proceeded to the 
consideration of executive business. After five minutes spent 
in executive session the doors were reopened and (at 5 o'clock 
an(} 2-3 minutes p. m.) the Senate, under the order previously 
entered, took a recess until ·to-morrow, Thursday, January 4, 
1923, at 12 o'clock meridian. 

CONFIRMATIONS. 

E:cecutive 1iomlnah"ons oonff,1·med oy the Senate Ja1wary 3, 1923. 

UNITED STATES D I STRICT JUDGE. 

Marcus B. Campbell to be United States district juuge, ectst·· 
ern d istrict of New York. 

UNITED STATES ATTOilNEY. 

John S. Coka to be United States attorney, district of Ore-
gon. 

POSTMASTERS, 

ABIZOr A, 

Carrie B. Yett, Safford. 
John W. Bl'Own, St. Johns. 

CALIFORNIA... 

George B. Tantau, Exeter. 
Frank L. Po"Well, Lemoore. 

ILLINOIS. 
Jesse E. :Miller, Cairo. 
Walter H. Sass, Monee. 
William W. Renton, Wheaton. 

LOUISIA A. 

Howard S . .Allen, Dubach. 

OREGON. 
Adam H. Knigllt, Canby. 

WASH! 'GTON. 
William R. Cox. Pa. co. 
John T. Johnston, \YHpato. 

WISCONSIN. 

Blanch Lyon, East Ellsworth. 
John S. li,arrell, Green Bay. 

HOUSE OF REPRESENTATIVES. 
'VED~ESDAY, J anuar1.j 3, 19~3. 

The Houi;:e met at 12 o'clock noon. 
The Chaplain, ReY. Jt1111e Shera :lfontgomery, D. D ., ottered 

.the following pra.ye l': 

Blesseo Lord arnl l\Ias ter, come as Thou wilt and prepare us 
to receiye Thee with eagerness of heart. As our lives are made 
up of ordinary yet Yital duties. establish us in all patience 
and well-doing. Girn us strength and wisdom that we may at 
all times control those elements and influences which may 
cause personal vexations and hardship. Bless our Nation and 
the nations of the earth ancl work out among them the sovereign 
llUrpose of Tby holy \.Viii. In the name of Jesu~ . Amen. 

The Journal of the proceedings of Saturday, December 30, 
1922, was read and approve-cl. 

EXT:E SION OF REMARKS. 

l\Ir. HICKS. 1\lr. Speaker. I a~k unanimous consent to ad
dress the House for two minutes. 

The SPEAKER. The ~entleman from New York asks unani
mous consent to addres the House for two minutes. Is there 
objection? 

There was no o-bjection. 
l\lr. HICKS. )fr. Speaker, my attention ha · been called to 

the fact that on DecemlJer 29 there were certain references put 
in the RECORD purporting to IJe the view" of Mr. Hoo>er in 
regard to the tariff. l\lr. HooYer has called my attention to 
these references which erroneously state his view , and in jus
tice to the Secretary of Commerce and his views on this impor
tant subject I ask una nimous consent that I may include in 
my remarks a statement from l\lr. Hoover. 

The SPEAKER The gentleman from New York ·asks unani
mous consent to extend bi s remarks in the RECORD in the man
ner indicated. Is there ob;iection? 

l\Ir. GARNER. ReserYing the right to object, who put tllem 
in the RECORD? 

1\fr. HICKS. The gentleman from Arkansas [Mr. WINGO]. 
:Mr. GARNER. I think the g;entleman ouO'ht to wait until 

the gentleman from Arkansas is here to give him an oppor
tunity to correct them if they are erroneous. 

l\fr. HICKS. Very '"ell, l\lr. Speaker, I withdraw my request 
and will make it when l\1r. Wrnao is on the floor. 
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